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U. S. NA\AL h lAllvN SAFETY CENTER 
U. S. NAVAL AIR STATION 
NORFOLK, VIRGINIA 23511 

SPECIAL HANDLING REQUIRED lAW OPNAVINST 3750.6 SERIES 

From: Commander, U. S. Naval Aviation Safety Center 
To: Commanding Officer, Fighter S·quadron SEVENTY-FOUR 

NASC/my 
Ser 131/455 
27 April 1966 

Subj: VF-74 AAR s~r 2-65A concerning F-48 BuNo 150410 accident 
occurring 26 November 1965, ptlot MANFREDI 

I 

; 
1. The s ubject report and al l endor sements thereon have been reviewed. 
The Naval Aviation Safet y Cen ter condurs ~ith the comments and recOQ
mendations o f the Aircraft Accident Board as modified by subsequent 
endorsers subject to the following remarks. 

2. The recommendations of the AAB have sufficient application 
to carrier operations in general that they are being considered 
for use in fiuture ~AVAVNSAFECEN safety education material. 

3. The NAVAVNSAFECEN concurs with the comments in paragraph 5 of 
the ninth endorsement concerning the need for a study on pilots' 
propensity for pilot error causal factors in aircraft mishaps. 
Such a requirement has long been recognized and resulted in the 
Human Error Resear ch and Analysis Program (HERAP) proposed by 
NAVAVNSAFECEN in August 1964. A planning s tudy has been completed 
which has defined intermediate goals in the furtherance of the 
program and outlined a long range program for the ultimate objective 
of the prevention of aviation accidents caused by human error. 
HERAP is being closely monitored by the Aero-Medical Department 
of the Naval Aviation Safety Center. 

4. The cause of this accident has been recorded by the Center as 
UNDETERMINED with PILOT (disorientation as the result of being struck by 
knee pad or flashlight) and MATERIAL FAILURE/MALFUNCTION (undetermined 
component) as the most probable contributing factors. 

Copy to: 
BUWEPS (FSA) (2) 
COMNAVAIRLANT 
COMFAIRNORFOLK 
COMCARDIV FOUR 
COMCVW-8 
CO USS FORRESTAL (CVA-59) 
BUWEPSREP ST LOUIS 

PAUL D. BUlE 
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lliiSA. 
FSA- 31: JRl-1 
25 !~ch 1966 

Sl>~IAL I!ANDLDfG RB!UffiED Di ACCORDAl'iCE WITH PA.~RAPI! 66, OPUAVDiST 

P3750.6E 

TH'iTt.I EllOORS.D~IT on VF- 74 seriB.l 2-65A, concernine F- 4B, BUilO 15o410, 

accident occurring 26 November 1965, pilot ~.A!lrnEDI 

""'ra":l! Chief, .Burea.u of Naval Weapons 
.L : Coi:lmtmder, U. S . Iio.va.l Aviation Sc.£cty Center 

SubJ ; Aircraft Accident 

Rc.f: (b) :atniEPS ltr seria.l UWSA RAAV- 731/3 : JP o.f 17 January 1966 (I:OTAL) 

1. Forworded. 

2 . The D.lrea.u does not concur 1n recocmcndation 1 by Ule Bow-d. ~e 

installation of flop down locks io not conoidered feasible in view of tl1e 

addi t1onal weir;ht ond complexity of such o cyatCl!l . In o.ddit1or., the blow 

back feature ia required in order to :prevent structural dnmo.gc to the 

aircrllft in the event the ma.xil:nlm allovable flap down air speed :!.s exceeded . 

3. 'Ihe Bureau concurs in recommendation 2 by the Board . 'lhe ;program to 

improve the reliability of the AJB-3 QTO oystem is being pursuc1 on O..'l 

urgent basin . Reference (b) is a detailed suz:mary of action completed 

and being taken . 

J • 'nle D.u-ca.u concurs in the conm:ents of' Co:mnander Naval Air Force, 

U. ~ . Atlo.ntic Fleet contained in po.ra.gra.I>h 3 of the Ninth l'hdorscment . 

'nlc inatal.J.ation of a ba ttery povered 11J}lt in the front cockp1 t is con

oidered feasible . However, no f'urther action on this matter is con ten-

plated unless c. requirement for ouch o.n n i3 established . 

Copy to : 
COMNAVAIRLANT 
COlCARDIV- 4 
CO, USS FORRESTAL (CVA- 59) 
CAW-8 
CO, VF-74 

25 



CNAL 305 
Serd20! 

1 4 MAR 1966 

SPECIAL HANDLING REQUIRED IN ACCORDANCE WI'rn OPNAVINST 3750.6 SERIES 

NINTH ENDORSEMENT on VF-74 serial 2-65A, concerning F-48, BuNo 150410, 
accident occurring 26 November 1965, pilot MANFREDI 

From: 
To: 
Via: 

Commander Naval Air Force, U. S. Atlantic Fleet 
Commander, U. S . Naval Aviation Safety Center 
Chief, Bureau of Naval Weapons 

Subj: Aircraft Accident Report 

Ref: (a) OPNAVINST 3510.9C 

1. Readdressed and forwarded, concurring with the conc lusions and 
recommendations of the Aircraft Accident Board as modified by subse
quent endorsements. 

2. Chief, Bureau of Naval Weapons is requested t o comment on recommen
dations 1 and 2 of the Board. 

3. A battery powered light in the front cockpit has desirable features 
but the complications incident to installation, assured reliability and 
the limited conditions of usefulness may override the need for such an 
installation. BUWEPS is requested to comment . 

4. Commander Naval Air Force, U. S. Atlantic Fleet concurs with t he 
changes to NATOPS in recOIIIIlendations 7 and 11. Accordingly, by copy 
of this endorsement, Commanding Officer, Fighter Squadron SEVENTY-FOUR 
is directed to submit such recommendations in accordance with reference (a). 

5. The proper vehicle for attriting substandard pilots or those who have 
a propensity for pilot error accidents is the Naval Aviator's Evaluation 
Board. On the basis of pilot accident history by itself it would be 
extremely difficult to arbitrarily "draw the line" on pilots who have had 
several accidents in that all attendant mitigating circumstances would not 
be known. Instead it is recoanended that Coamander, U. S . Naval Aviation 
Safety Center study how the results of the Naval Aviator's Evaluation Boards 
could be correlated with previous evaluation boards, aircraft accidents, 
incidents and flight violations to determine if there is a feasible point 
at wb1ch to "draw the line." 

Copy to: 
(aee next page) 

23 



CNAL 30S 
Ser:{ ~~r· 
1 .. ..,R 1956 

SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750.6 SERIES 

Subj: Aircraft Accident Report 

Copy to: 
COMNAVAVNSAFECEN (2 direct) 
COMCARDIV-4 
CmtFAIRNORFOLK 
CO, USS FORRESTAL (CVA-59) 
CAW-8 
CO, VF-74 
BUWEPSREP ST LOUIS 
Navy Liaison Officer 

Directorate of Aerospace Safety 
Norton AFB, Calirornia 

24 
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FB4:34:dpk 
3750 
Ser: 38 
7 Feb 1966 

EIGHTH ENDORSEMENT on VF-74 AAR Ser l-65A, l6 November 1965 , 
F4B BUNO 150410, Pilot MANFREDI 

From: Commander Carrier Division FOUR 
To: Commander Naval Aviation Safety Center 
Via: Commander Naval Air Force, U.s. Atlantic Fleet 

Subj: VF -74 Aircraft Accident Report Z -65A; forwarding of 

1. Forwarded, concurring with the conclusion and the recommendations 
of the board, and in complete agreement with the comments of the SEVENTH 
ENDORSEMENT, in particular paragraph 2.. 

z. Failure to perfonn post-start checks in their entirety violatea the most 
basic safety regulation of aviation. An aircraft must be cons ide red ''down" 
and not x;eady for launching until this procedure is completed, with the 
primary responsibility for completion resting upon the pilot. 

Copy to: 
NAVAVNSAFCEN (l) 
COMF AIRNORFOLK 
BUWEPSREP STL 
DIRAEROSPACE, NORTON AFB 
CO, USS FORRESTAL 
COMNA V AIR LA NT 
CO, FITRON 74 
CAW EIGHT 

SPECIAL HANDLING REQt.nRED IN ACCORDANCE WITH PARA66, OPNA VlNST 
3750. 6E 

zz 



c 59 
Code 04/ 3750 
Ser: .... 

JAN 161966 
SEVENTH ENOORSEMENT on VF- 74 AAR Ser 2- 65A , 26 November 1965, 

BUNO 150410 , Pllot MANFREDI 

From: 
Tc: 
V'a: 

SubJ: 

Commandtng Offlcer , USS FORRESTAL (CVA -59) 
Commander Naval Avlatlon Safety Center 
(1) Commander , Carrler Dlvls lon FOUR 
(2) Commander Naval Alr For ce , U , S. Atlantlc Fleet 

VF-74 Alr craft Acc ldent Repor t 2 -65A; for wardlng of 

l. I'" ts dun cult to assess wher e t hls accldent s ta rted. On fa ce value, lt 

F4B 

•s a slmple cas e of over - rot atton off the cata(:Allt . Yet t hls pllot had fa mlly 

problems . had minimal r es t and cons ider ed the ml&s lon "a wast e of tlme" . 

(encl :22)) . He was 10-15 minutes late rmnnlng and ran lnto a frustrating 

sttuat10n on the fl ight decK. At thts po mt , he began a serles of error s of 

omm ss ton cont r a r y to the most elementary rules . He falled to stgn the 

yellow s heet, made a "cursor y ins pection' of hls atrcraft, ommlted certain 

preUI.ght checKs, and declined to r emove his ejectlon seat pin at the prope r 

me. 

2 1'he fltght decK bear s respons tb lllty for some of the rush sltuatlon LCDR 

MANFREDI encountered . However , the profess ional approach demands that 

a pUo not permlt himself to be rushed insofar a s matter s of safety a r e In

volved . 

3 In vtew of LCDR MANFREDI's t emperment and bacKgr ound , whtch ls 

noted t •.he baste AAR only in part , the most cogent point to emer ge fr om 

th1s AAR s flnal recommendation ln enclosure (22) which ls quoted her ewith. 

' 'That a crlUcal r eevaluation be made of the current acctdent/inctdent 

revi~w pr ocedures in order to determine at which potnt to ' draw t he line' on 

p.tlot.e ' ho have had s everal accidents and/ or tnctdents involving pUot error 

e r fly ing tectmique . " 

4. Sub)ect t:o the for egoing , t he comments and recommendations of the board 

!i re concurred ln . Recommendatlons 3 , 4 , 8 , 9 , and 10 have been r eempha

s tzed ~o all pUot.s. A contlnulng program to tns ure day and nlght currency ln 

watst catapult oper atlons has been Lnltlat ed (recommendation 5) 

Copy ~c: 
NA VA VNSA FCEN (2) 
COMFAIRNvRFOLK 
BUWEPSREP STL 
DJRAEROSPACE, NORTON AFB 
COM CARDIV FOUR 

COMNAVAIRLANT 
CO, FlrRON 74 
CAW EIGHT 

SPECIAL HA .. IT>lJNG REQUIRED IN ACCORDANCE WITH PARA66 , OPNA VINST 

3750 . 6E 21 



14 Jan,~ry 1966 

:\UTif ~lDOP.S!Ut:NT em Yr-74 AAR Ser 2-6SA, 26 Uovember 196,, FL B WHO 
1~, Pilot MANPRBDI 

Pram: Comaander, Attack Carrier Air ,Sing ~Gill' 
To: COII:Ir"'..ander laY&l AU&t.l.on Satet.y Center 
Via: (.~) Ccni8Dd1Ja& O!t1cer, USS PORKc.."l'f,\1 (CVA-59) 

(2) CO"'""er, Carrl.er D1Y1aion POOR . 
(3) Ccallander llaval .lir Poree, U. S. .\t~antic f'l E-t 

Subj: VF-74 Airomtt. Accident Report 2-65A; f orvardini! of 

1., Forwarded with the followina additional comnents : 

a. .Uthough the pilot was diseatiafiod \dth t he pl..u o :'o. tho 
exercise hie dissat.ie!action ~ not so complete t h..tt hM wisht><t 
to divorce hi.DBelt' !Nr.l tm operation. He specificaJ ly r q~.o••sted 
. to fly the mission on vhich he was l.uunc hed. ( !!:nclcY n r<.! • :2) 

b. The fif't,h endoreeoent not.es that t he pilot ''was enoU~ ~5 ;sM 
turbed qy inattention to detail." It would also app,.. <u· t ';c:~t 
this performance br others engendered exactly t he et'-l ... 1• ... :.}:-0nse 
by the pilot. 

Copy to: 
N.\VA\'1\~ \P£Ct;JJ (2) 
CO¥.P,\ 1RUOAFOLK 
llU'JEPS&r;;P STL 
00\[gps 
DI~fOSPAC.b: 
UOJt'l'ON AFB 
CO, USS .FORR.Z'rAL 
CC»:C.-\HDIVFOO n 
CUIF.Nt\ V AlJU. Ull' 
co, mOON 74 

SPXIAL H.UmLING JBJJIRI§) IN ACCOII>ANCS LllTH P HA 66., 
OPHAVIHST 7750.6E 
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11 J l:lnlary 1 966 

FIF'I':-i ENUORSalENT on Vf'-74 iu~ Ser 2-65A, 26 Novecber 1965, F4B 
BUNO 1 504101 Pilot M.·..NFrtl:..JI 

Froo: 
To: 
Via: 

Ca:ltlllnding Officer 1 fighter Squadron SEVENTY-FOUR 
CODrlElmor Naval :.viation Satoty Center 
( 1 ) Coaoa.nder 1 At tack Carrier Air ',o/ing EIGHT 
(2) C~ Officer, USS FORRESThL (CVh- 59) 
(J) Coc.:IB..nder 1 Carrier J.>i vieion FOUR 
(4) Coccander, Naval Air Force, U. s. Atlantic Fleet 

1 • Forwarded with the cot10ents requested by the Thil'd Erk:iorsenent . 

2 . The blackboard presentation contained all of the inforcation obtained 
pertinent to the exercise . Tho ECl.f barrier tactics were understood by 
the participants, but specific taeke of individual CAP crews were not 
delineated. Condition CAP would be launched either as relief for the 
F4B on the ECM barrier or under pos,itive contro~ for TCCtor to a CAP 
station or on a contact. · There was no indication to the C/J> crew', prior to 
launch, what their particular mis!U.on would be. LCDR MJ~l~I had the ClOst 
C<Xlploto knowledge of acy participant in the exercise. 

J . Close observation of LCUR ~I for the past six oonths had indicated 
that be was easily disturbed by inattention to detail . This factor was 
considered in r:r:J aseessncnt of hie montal attitude prior to flight . I 
did not consider him unfit to fly the miasion. 

Copy to: 
NAVAVNSAFECEN 
C ll·IF hl.ftNOitFOlK 
BUWEPSREPSTL 
BUWEPS 
DIRAEHOSPACE 
Si.FETY NORTONIJ'B 

SPiCIAL HANDLING REX}UIRED 1N ACCORDANCE WITH PARA 66 ot OPNAV INST 3750.6E 



FOliRTH ENOOiSEKENT en VF· '14 AAR S,.r 2-65A 1 26 Nove11ber l !lljS, F4 B 
Blm> 1~10, Pilot MANFli.El.O:T 

Aircraft Accident Board From a 
To s 
Via I 

Commander, Naval .Aviation Safety Center 
(1) Commandi ng Offj cer, Fighter Squadron SEVENTY-FO~ 
(2) Commander, Att ack Carrier Air Wing EIGHT 
(3) Commanding Officer, USS FORRESTAL (CVA- 59) 
(4) Coamander, Carr ier Division FOUR 
(5) Commander, Naval Air Force, u. s. Atlantic Fleet 

1. Basic r eport forwar ded Commanding Officer VF- 74 d th the foll.;; ~, i.r.~ 

amplifica tion and c larifica tion as directed by the Thir d Endorsemen'l, 

a . Part VII Para 3 Page 6 

The pilot was ph;ysicalq qualified anti aqron11•i hall.v ad.<tot J fr ·· 
flight at the time of tho last annual exacdn· ~!..1'1 1.hr.L.lJ uf t!1a }:~ '•·., 

Depar t mt'ntr Section V, Chapter 15, para 65 ) 1 •. l.J .; ·- r.-.1. 'n a grot! 
sta tus at tho t ime of tho fa tal flight. I n ,.;.c..:; ;;.l' l!!P findings of H, ~: 

accident boar d, there is strong reason t o dou~-~ tl-)-tt t he pilot was i n t;.t 

proper psychological status t o be cons i der ed a~ronauti:ally adapted : L 
the time of the fatal flight . It i s believed tha ~ he was physica l lJ 
qualified a t the time of the accident. 

b. Part VII Para 2 Page 6 

(1) The blackboard presentation was considere d to be 11a dequato" 
only as far as a means of transtdtting the Jre exercise brief infor mation 

t o the flight crewmembers. 

(2) The crews were dissatisfied with the concept and t he tactical 
value of conducting the exercise as the CAP barrier was established on 
the opposi t o side of the force from the iapending threat. Crewmembers 
manned their airplanes not knowing which one of three CAP stations and 
two missions they would be assigned. It was anticipated that these un
knowl\3 would be clarified during the cond~&ct of the exercise , and the 
essential mochanics of each flisht would "fall into place" as the mission 
developo d. Though not having a complete \lOderatanding of the exercis e 
and mechanics of the operation, tho a-ews did not fee l tha t t his was a 
factor influencing their safe return from the mission since they wer e 
briefed that they could call the carrier for usietance whenever t hey 
fe t\ it necessary. 

Copt t o: 
R.A.V AYliS.A.J'~
C<JIJ'.A.III()DOU 
BUV.SIIPSTL 
l!UVIPS 
Diu.DSPAa 
S.A.nl't IIOB!OB.QI 

Senlor Member 



CVA59 
.Code 04/3750 
Se r : 14 

JAN 4 1966 
TH IRD ENDORSEMENT on VF - 74 Ser i al Z-65A, 26 November 1965, 
F4B BUNO 150410, Pilot MANFREDI 

From: Commanding Officer, USS FORRE STAL (CVA -59) 
To: Aircraft Acci den t Board 

Sub j: VF-74 Aircraft Accident Repor t 2-65A 

I. Returned to t he board for amp lifi cati on and/o r c la rifica 
tion of the fol lowing po in ts: 

a. Part VI I Para 3 Page 6. Board sta tes p i 1 ot "was 
phys icall y qualified and aeronaut icall y adap ted . " The aero
nautical adapta tion of the p il ot at the time of the flight 
is open to se ri ous quest ion based on the Informa t ion in en 
c losure 22 , even though th i s information was obta ined af ter 
the fact , and cou ld not have been known in toto before hand. 

b . Part VI I Pa r a 2 Page 6. The boa rd describes t~e brief · 
l ng as "adequate. •1 This a ppears t o be contradicted by two 
considerat ions: 

(I ) The refe r ence to the pi lot's d issa t is fac tion wi th 
the pl ans for the exercise. (Enclos ure 22 and e lsewhe re) 

(2 ) The statement that "man y cre.,.,s manned the i r air· 
c raft wi thout a tho rough unde r stand i ng of the missi on and 
the i r required actions . " 

2. By copy of thi s endorsemen t Commanding Office r Fighter 
Squadron SEVENTY-FOUR is requested also to comment on the 
adequacy of the br iefings fo r the exe rcise in question. The 
commen ts of Commander Carrier Air Wing Eight are requested 
i f deemed appropriate. 

Cop y to : 
VF-74 
CAW-8 
NAVAVNSAFECEN (2) 
BU\'IEPS 
COMFAIRNORFOLK 
COKCARDIV FOUR 
COMNAVAIRLANT 
BUWEPSREP STL 
DIRA£ROSPACE 
SAFE1Y NORTON AFB 17 



DRIGifJAL CAW-8 
OO:OID: reo 
3750 
Ser: 2 3 3 .. , 
2 7 DEL 1965 

SECOND ENDORSEMENT on VF-74 Serial 2-65A, 26 November 1965, F4B BUNO 

150410, Pilot MIJWREOI 

From: Commander, Attack Carrier Air Wing EIGffl' 

To: Commander, Naval Aviation Safety C~nter 

ViaL ( 1) COUI!8ndi.ng Officer, USS FORRESTJ\.L ( CVA-59) 

(2) COIIIDa.I'Xier, Carrier Division FOUR 

(3) Coumander Naval Air Force, u.s. Atlantic Fleet 

Subj: VF-74 Aircraft Accident Report 2-65A; forwarding of 

1. Forwarded, concurri.ng with the conclusions and recolllJOOrxiations of 

the board and the coiiiDEJlts of the first endorsee subject t o the f ollow

ing additional comments: 

a . In accidents of t his nature where the pri.mary cause factor 

cannot be determined, the investigatin~ board's conclusions and 

reco~~~~~endations met encompass a wide band of possibilities. The 

recoumendations presented ~the board are numerous, but explicit. 

Coama.nder, Attack Carrier Air Wing EIGHl' will take prompt action 

to ensure that a continual program of briefings to cover the items 

.mentioned in reconmendations 3, 4, 9 and 10 is in existence in all 

squadrons. 

b. The boards recommendations con:eming the mechanical down l ock 

for the flaps and the improved reliability of the AJB-3 system should 

be given particular consideration • 

Copy to: 
NAVAVNSAFECEN (2) 
BUWEPS 
COMFAIRNORFOIK 
COK:ABDIV FOOR 
COMNAVAIRIANT 
CO, USS FORRESTAL 
llJWEPSHEP STL 
DIBAEJmPACE 
SAFETY NORl'ON AFB 
CO, FITII>N 74 

,--/) yeJI 
[_,~H.O~ 
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FIRST F.!IDCR5f21.F.J;T on VF- ?4 Sorial 2- 6,. , 26 !~ovcr.1ber 1965 , F4B, BUNO 

1 SOJ,lO Pilot 1-!Jd:F.REDl. . 

Frnr:l : Cornr~umding Offic(r, Fighter Squadron SEVLNTY-FOUH 
l'o: Cornh.rdcr , 1' v 1 J v.:.ation Safety Center 
Vill.: (1) CoiJr.land r , J ttc>.ck c- rricr /.ir v!ing F.IGHT 

( 2) Cornn" ndin fficer , U.~ 3 F0JJU"STI,l ( CV:, - 59) 
(3) Com.~nd·r, Cnrritr D'v:si0n FOUR 
( :.) Cor.l.':'lanier I N~val /,ir F vrce ' u. ::J. Atlantic Fleet 

1 . FonTardcct, concurriq~ with the conclusions ;:~.nd recor:tr.lcndation:; of the 

board . 

2. Tho followine cor.nonts upon spt;cific rcconncnlations are st<iJ.'littcd 

hcre;..rJ.th : 

a . aecoz:u.mndation 1: r·ositive d.>wn locks are a desirable feature , but 

rJUst be weighed against an ~ncrense in co. ple.xity a.I'd wfight . 

b . Recor.ncn.1ati•)n 1: t. cnntinuing pro~rlllil of rcmind.:rs is conductl·d 

in this squr.dron. Prior to ...:v ry at sea period ~ cs p.'lrt nf the sqt<udrcn 

briefing form<:!.t the need is Nitoratcd for ncthodical aoo cnNful pre

flight briefing, and insp~ction . 

c . R~conncnlatior, 4: h. !lt~dy of st:.owt:.po in the cockpit hns been con

ducted in the ~quadron, anu idt:~s ar\3 solicitt:d frOI':l sq~adron 1:1embers for 

:i.r:lprovod stCAvu[;\J of pins, chr.rts , arrl ot,h(.:r parnphcrnchn. 

d . Recornr.~• ndntion 5: Efforts to nch·~dule lnunch(.s froo w.:J.ist crt cpu1tfl 

should c :rtainly b~ i..lll~,t.., if feasible nnd compatible "'-:ith operat.iq; comit; c n !'l 

L . Recor.T.ll nc.!ation 6: /,n Llt(;)rnatt~ po11er source switch could be included 

on tho instrument pan~.;l flo><:!. lights for launch ar.d r l:covt..ry. 

f . R~.;;c<"'I!lLierrlat ion 7: ;.tigrr ~nt of the pilot 1 s ar.d P..IO 1 s \!hocklis ts 

1·1ould ensure a cooplet.c chcl..l.ent;o and reply system. 

g . Recotlrlenuation 8 : Squ1.dr on i.!'..tty Officers must exercise their 

initintive to ke.:!p !lii:ht cr cMs fully npprise<.l of chnng(.s , uswg mcnsurc.o, 

talkers , or any mc....ns at their dis;x>sal . 

h . Reco~errlation 11 ~ ~lthough the shore- bnseu section of F- 4B 
NI.TOPS dCieS -.::ntion rLinimun Nquirenents for coooition C,..P aircraft , there in 

a need for a gr~cter coverage of carrier based procedur\is, if only as a euide 

to st~ulcte nore profossion£1 p~rformance . 

~ 

~3~/.// 0'<.-e_t_ 
H ~ B. BJ,UM:Jll. , 

SP"BCL\1 Hr.NDLING ~Unum IN f.CCCftD,dCE WITH ?1.RI' 66, Of'N,, V OOT J750. 6E 
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PART V THE ACCIDENT. 

LCDR MANFREDI and his Radar lnt.ercep:. Officer, ENS LEE , were launched in 

F4B Buno 1.501.10 at 1935A, 26 November 1965, from the number four catatult of 

USS FORRESTAL (CVA- 59) operating in trn Western Medi. terr:mean Area. Initial 

aircraft pitch attitude follo..,'ing the lal!.'lCh was sliE§ltly excessive, as in a 

moderat~ over-rotatim . (Enclosures (1) thru (7)) . The over - rotation 

condition was countered momentarily f o Uo.,.ud by a slo· · increase in pitch 

until an ectre.me nose high attitude lffiS reached . As t ue a ircraft passed the 

bow still clil!lbing, it began a s low se-~u.'l of wing r ocki"lg ootion about 

its longitudinal axis. As the intensity of the wing roc!< increased , the 

aircr aft developed a fishtail, y awing oscillati on about ! t s vert~cnl axis, the 

cvmbination o f which produced a."l acti.on oh8..':'o.ctor i Rtio nf a Dutoh RC'll. 

The aircr aft entered a slow right tu..rn while m:!intE.ininr. :;\ .-,o5t! hi ch, 

liing rocking cordition of flight from a position s light :·_y ahead of the ship 

and at the apoge e of its c limbing arc of approximately 250 feet . The aircraJt 

crossed the bow of the ship ard t he severity of the w'Ulg rock increased until 

a Plan view of the aircraft ' s lights could be seen as t he starboard wing 

r eached the maximum angle of bank of its rocking motion. From the Jtoment the 

aircr aft ent.:red th e right turn it began l osing altitude so as to inscribe a 

descending arc from 2!n feet at a poi.nt l mile ahead of the ship t o th o 

point of water entry , 15 degrees starboard, 3/4 mile ahead of the ship 

(enclosures (8) thru (1,3)). The aircraft entered t ho water r ight wing first 

with 70 to 90 degrees of bank angle. At the moment of water entry the for

ward momentum o f t he eircr aft had been arrested and the ent ry can be 

dt:t~cribed as a slicing acti.on wit h the aircraft pivoting about its s tt:.rboard 

wing. Then3 was oo fire or explosion (enclosure (12)) assod r.t ed with the 

aircraft imptlcting the water IDi U disaweared imnedir.tely . Bvth engines 

appeared to be producing full military thrust from launch until water entry 

and no afterburner operatiat lolls observed (enc losures (3) (5) (12) (14) (15}) . 

There was no apparent, 1\t.I"P..mpt .to eject marle by Pit.lwr crowmembcr ( enclosure 

(.3) ( 9) (12)) . 

'-...._ 
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PART VI OlJ.t:..GE TO Hi'r:RAFT 

Tho circraft crash- d into thil sec. ;.nd pr..:sum-::d destroyed or. iqact . The 

fo11owit~g pieces of wr<.ckagc wure rccovvrcd by intensive search and Sluva~e 

operation corrlucted b~· t ... licoptcr arrl :rurfnce V"SSf'1s {enclosure (21) . 

1. 

") ... 
3. 

4 .. 

Section of stfu'bonrd outboard wing pa!lvl (enclosure (16){20)) . 

Pioce of trailing edge flap { ... r.closuro (15)(17)(20)) . 

Pit:ce of uppur akin su1 f ·ce inboDrd starboard "ling 
(cnclosurr (17)(18)(20)) . 

Forward s ccr:..ion of starbo"rd lnn<ting g•Jcr door (unclosurc (18)(19){20)) . 

PJ.ccc of styrofoal:l plastic of umot~nnin<:d origin (t.;nclosure ·(17) (20) ) .. 



PI.RT VII nlliESTIGhT!Ol~ AND IIN/'.LYSI S 

1. The crr:\1 was p.:rfonning ar. r~-'-!:c.~izcd fligjl!. , bt..i lt& Uiunch ed f ""'m 
coooit.ion Il Cap :rt.atus (aircraft x:..._ .t.t-·J a rxi positioned f or ~Jit'!lediatc laur.ch) 
while participating in an Electronic Co:;ctermeasur~ exurci :lo invo lvir.g units 
of Task Gr oup 60 . 2. CoOOitions of t he exer cise imposed r estriction on th& U'Jt! 
of Radio Communication and ~lcctr0nic Navigational Devic~s rutccpt ir. caoa o~ 
emergency . 

2 . Prior to c.Jrr'L::'lci .'~ t.he: .mcrci.se, tho pilot involv 1Ci at.ter.:!ec1 
'\ ~ ~· .. 

ing on th ... opuration anr! 'tluS f 'J .!.liar with t he requircn.-=nts and prt') ·• .... r· 
( enclosuro (. ':?) ) • Becau&u of t.h~ e:ct.oocod pC!l" lod of tiLt ' .::ovuNd 'l:; 1 • 
exerc\se ru ~ ~ he ur.scheduh.J J> .. riodi:: rt;quir~.SI!nt f or c :--: _. to a szurs ;•l. 1 i ·r. 
CAP status , t..l~ro was no f onM l <air cr ew br i efing pres&nt.ttt.ion. The b.· L' ~ 
was obtai r~C: L~· ::-tJadlng tho p . cec:!ural L-::;t. ructions writ.. te n on the bl...v:' -:rc· 
by LCDR ?·!.ANh.EDI prior to manr.·i :Jg aircraft . It i s f elt. by t.he board th-.t .. r.··,; 
procedur e , although not dcsirnl,l e, -v.ras a<ioquate in vi ew o-· the pilot ~rht. ... <..: ·;.., 
problems associated with the ex~rcise . Tht) instruction.<~ " :\ta ined al~ ~I. 
!)ertinent information r&c-eived by li:I.:Jt ~~.l.'FREDI. It was l:-tcrmined , h~1.::•r . 
that many crews man::ed tt.oir aircra f t without a thorough un:ierstanding ot' ~'·'
mission and their requiroo actions . The board feels t ha t tho l ack of pilot. 
understarding was due t o the unfamiliarity of the exercise planner s with th 
r equirements in execution of the flight phase . 

' 
3. Both crewmembers woro physically qualified and aer onautically adapLed 

fo r the typo of flight planned (enclosure (22) ) . The pilot toms an exp.rienr.t:td 
Naval Aviator having o. t ot.o.l of 3202 hours , 2649 J ot Hours n ying time of \thid· 
666.0 hours were nown in t he F4B. He luld a total of 578 carrie r landings of 
which 1.40 WE:re at night (c.nclosure (23) . The RIO had a total of 321.0 fliGht. 
hours, 229.4 being in tho F4B a5.rcra.ft . 

4. The weath~r was t hroe thousand s co.tte red , visibility ten miles , true 
wind direction of 'Z/0 degro.:es a t 17 knots . Weathe r is not consider ed a factor ' 
although the extr eme dar kness of the night with no visable horizon is con
s idered by the board a s a possi bl e contributing factor. 

5. Tho circumstances surral ndi.ng tho prc- fli&ht and subsequent. manniOB 
of F48 BuNo 150410 were unusual ar.d .,rer e consider ed of significant importance 
to investigo.te in detail. I.CDR MI.NFREDI a rd ENS lZE. were initially programmed 
to r <.liove the Condit ion II CAP cr ew of F48 BuNo 150437 on the number 4 
catap1lt . F4B BuNo 150437 was one of h •o coOOition CAP airplanes , one of 
which would be launched t o relie ve an airbor ne flight at lBOOA . Crew rulief 
was to occur at 1730A but lCDR M.AllFREDI arrived at 1745A which woul d have been 
to lllt e to swap aircre .. •n if his airplane had been select<.d to be launched . 
The other F4B was laumhed and the flight cr ows swapped in BuNo 150437. F4B 
BuNo 150437 wns then moved forward to be r espotted on t he number t wo catap1lt 
in order to cl...a r the a:d al deck for aircraft r ecovery . The alrcrew r emained 
in t ho cockpi ts with !.CDR ~U\NFREDI riding b rakes as t he aircraft was t o ... :_,d 
forward . The t ractor st ruck t he IlUlllbE..r two Jet Blas t Deflector (encloRure 
(24)) "'-"hich was r ais ed appro~ely one foot fran the full down position. Tho 
f orce of tho abrupt stop was s cvt.re enough to shat t er the tow bar . The pilot 
surveyed tho danage to taw bar and requ~ted too oose gear strut be gi. ven a 
thorough ins~ction for possible damage before releasing it f or flight . The 
crew than proceeded to f light deck control for assigrroont of a different 
aircraft. They wer d instruc ted to man a ircr&ft BuNo 150410 which had just 
recover ed ard was to under go a qu.ick turn arruoo (enclosure (25)) . Aircr~ 
BuNo 150UO was spotted on too number f our elevator. A cursory pra- night 
inspection wu performed am t b t> aicra!'t was I!Wlned by the pilot and RIO. T!'l~ 
Tbe pUIIt. did mt hL.ve an opportunity to r eview the yellow sheet of this 
airpl&De nor did he sign section A or the yellow sheet (enclosure (26)). 
The aircraft trouble shooter was unable to finish his post tllght iDBpection 
ot aircl'att lSQ4l.O;· as ~ vu called &l\'31 t o perfona the noeo gear strut 1n
epect101l on F4B BuNo 1504.37 (enclosure (24)(27)). Aircraft lS04lO had not bF • • ~ 

.ref'ueled •td this operlltion vas camnenced shortly atter bein& aanned by tho 
/ aircrw (enclosure (28)(29)). Probleu were encountered comectiJI& power 

cablee anl fuel boael to tbo aircraft. and atter t'-tteon to t.wnty ailutee ckl ·.ll', 
tbe aircratt tk:gan receivias 1\lel. 'ftaere wu a tuel pNeeure lou c ollapeir1g 
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t.tf~J l'ur..1 hoses . hi.rcra.tt 150410 wns then tO'e'Cd t o the number f our cat apult 
(enclo:Jlu-e (28) where the refueling operation was canpl ct ed . Tho possibility 
of partiA 1 r~'"'l loa.d and attendant shift in center of gravity of tho aircr aft 
waa eliminated as a possible call!'':! factor or the initial over-rotation and 
SUbsequer, stall by the plane Capt>Ull I s :>tatcoonf; a.nj per sonal intervieW 
(encl01ure (28)). The aircraft ~3 started nnd the pl.Ane captain positioned 
hil:lsel! ! or the after s tart chcck3 . Bef ore any checks could be oade he was t old 
to leave the catapult area because the Fl.I3 was to be launched iJ:Imediatcly. 
Tho signal t.o :spread the wings ani l ower f laps we.s given by the director on t he 
flUJ':lbor four Cl\t.llpult. . Because of the OX)Y.ld:ttioua launch c onditions, squadron 
checkers were unable t o give a conplete P"""- lnunch che ck t o thr: aircraft an:! 
the starboard boundary l.a,yer control checK ~s missed bn-;ause of tho pace of 
op:>r ntions (enclo8\l.l'es (27) (28)(29)) . i.n ElB turning on the rumiler three 
cil\t,apuU also contributed t o the lack of thoroughness t;i ven t.he pest s tart 
flight checks; t his being a hazard squadron per sonne l do not JCU~lly contend 
with, s i rx:c the F4 ' s are always lllunched f rom t he bow catnlJUlts during routi.ne 
Air operations . 

6. The plAI'oe ~UI t.het tl..8sist ed the pilot t o strap :into tho front 
cockpit asl<etl him ~ he wanted his seAt pin pulled f or him which is normal 
pl'Ocodure just pri or to the plare captain~ deplaning. I.CLR MJ..NFREJI said 
11 No," ho would remove it hir:lself. The plnnl' cnot.ai n d i d f'Ot. t h l nM \.I'll ' ~'
f or i t was I.Cm ~l.r'.NFHED!ts custcm t o pull hi s own face curtain pln. The L."lst 
time the pin was m t ed by any ground per sonnel was a f ter the nircrart was 
positi oned on the catapuJt am the canopy closed . The bag attached t o the f ace 
curtni.n pi.n whi.ch contains the othe r seat act uc.t or pins , was seen r cstinB on 
t ho pilot's lei't shoulder bein8 supported by t he f ace curtain pin streaoe r. 
The RIO • s f llce c•U"tai.n pin had hcen puJJ ed by tho 2nd Mech that assisted him 
in str apping in (onl' l o sure (29) ) . 

7. Steao Pressure available to t he catap.llt f or launching was 560 psi . 
Using the applicable launching bulletin (655A) for the F4B Aircraft with n 
gross weight of 46, 000 pounds, free air t ecpera t ure of 6.JF 1 and wiix1 over t he 
deck o! 34 knots f ran .355° relative , a steam prcs:sure of 540 psi wa:s s e lected 
by tho catnpu.lt officer f or the launch . Thi:J pressure produced an end Sp!ed 

of ua knot t- 1 l.62 lalots ai.rsp<Jed. or sixtuen knots cbove mi.ni:luo . )Dunch speed . 
of 146 knota r equired ! or an F4B conff.&ured with f ull f laps an1 full c<.nterline 
fue l tank . The validity of the end speed obtained was checked by use of the 
cet apult tape (enclosure (.30)) • 

8 . /,!though there is Dothing to indica t e porsonnel error or mat eria l mal
f unct ion concer nillg the catapult shot itself, the differ ence between a ::atapult 
.lDunch !rom the waiat cats {Cll Mod l) am one f rom the bow (Cl) is CO!l3ider ed 
oil)nifice.nt enough to wnrrent detailed analJrsi3 . Tho t hree major f actor s 
affecti~ rot11tion rate ai'ter a catapult launch are : 

a. Restaining f orce of the launching br idle during t he tirle it is 
attached t o the &1praft 

b. ld.rcratt. center of gravity 
c. Stabil.altor eff ecti venes& 

The e tteet of the first factor is to prevent rotation prior t o the rel.ease 
point at tt.e erx1 of the mtapult stroke . The effect of the eecom arx1 third 
f act ors regulate rate of rotation once r otati on i:s possibl e . The center ot 
gravity i.n tho F4B aircraft i:s non:nlly woll f orward of the m.in l.And.illg gear. 
This taotor ccmbined with the hck of stabil..D.tor effectiveness prior to 
achievament or fo.irly high airspeed durit~e; take off r equires a considerable 
amoUDt of noaa-up force fran the stabilator control surface to effect rotation. 
The established procedure f or b!.ndl.i.ng pitch cort rol is to hold full back stick 
prior to initiatillg the catap.1lt shot. . Back stick pressure is then rel.&Did. 
oeuting rotation '>f the nose at the desired pitch a.ngltt with f oN&rd stick a.tld 
holcU.ng t he pooper Wllue wb1.le decrea.IU.ng f or.rard stick pressures cauaec1 by 
accelerat ion wit h loQgitud1nal. tril:l inputs. Trim is set prior to too catapult 
shot at A value vbicb 1a aaceosar.r t or stead7 state f light alter nose rotation 
t o the deau.d pitoh angle am baa m effect. on tho r ate of rat.atioa until 
back stick poess\U'8 is rela.xad. J. llDS~p, out of t r ia condition lG1l.d cause 
oYer-J'Ot.ation hT gi.Tiag a false neutr&l stick force t ool to the p1l.ot &D1 
would require conaide:rable tonard stick pressure t o ovorca. . Th1s~illt7 
wu ruled out aa & ooniribu:tbl« O'll15l !P.Ctor b:y tho statement o! LT -
tbat he hadl'tU'u.d tho aircratt. to nuar neutral aot.t ing prior to ahutti.ng 
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down a.rt"r the pruvious flioht ( onclosure (.25) ) . It must be assumed that i! 
the trim value was changud by the pilot prior to f light it was pl&~ed in the 
o{'tium trim position for the airc raft con.fi6uarat ion, n value bct\\-een ll and 
1~ units nose up. ~lhen using t h ... bo-.t catap.tlts, rot.at.io:t is r.ot b<.gun unti l 
clzar of th.:! bow. notation beg ins shortly after bridl~ r..~l"'ase on the waist 
cats and cootinuas during tho ensuine doc!t run, thus r equirlng a differ ent 
technique in relaxing back stick preSSUN to prevdnt over- r otation. According 
to t ho records available , thu last tim:l this pilot had exper ienced a waist 
catapult shot was at ·0730 , 27 Rcburary 1965, nine moths prior to thE• accident . 

9 . Aircraft attitude describ~.>d by all eye \'litnessos parallels the 
description of the pro- stall arxi stall character isticli of this aircraft as 
depicted in th ~ Ni\TOPS J.1anual . 1'herefore, it is concluded that the aircraft 
was in a s talled or ncar stalled condition f r an shortly after tho catapult 
launch until lo:ate r entry . /.11 possible cause f actor s w£N considered by the 
board in an effort t o determine the caus'J of t ho aircraft stall . Those fac t ors 
considered most probable are listed below. 

a . Pilot tcchniq~o : 

Because of the high ex-pttrie nce l e vel of the pilot ani his currency 
in night operations ,, it was considered highly unlikel y that the: pilot allowed 
the aircr a f t to got into a progressing stalled flight condition without one or 
a combination of extenuating circumstances . 

b . Pilot disability: 

Varying d~grecs of pilot disability could explain the inability 
of the pilot to take proper correc tive ac tion and effect & safe r ecovery from 

a slightly ovur - rotated pitch attitude . Initial over-rotation occasionally 
on a cataJ11}.t launch is not uncollll!lon in the F4B aircraft ovtm for the most 
experienced aviato~s . But over-rotation even to the point of rudder shake r 
a ccuation can be easily cvercoroo with the proper amount of forward stick with
out entering uncontr olled flight . In 1962 another VF- 74 F4B incident , desc r ib .. , 
by one witness as appearing very simular to this one , was caused by the front 
cockpit r adar scope; coming l oose during the catapult shot anc hitt ing· the 'Pilot 
in the chest. Since t hen a Safoty Bar has been ins talled in the F4B eircrnf~ 
which prev~nta the radar scopo f1~m moving aft during ~catapult launch 
should t he mounting bolts be loose 0 1· mi ssing . The pos:~ibility of a knee 
borud or flash li~t bdng plact..d on top of the instrument panel glare shield 
~nd being forgotte n because of the confusing f light deck activities is a 
distinct possibility . Objects such as these could strike the pilot during the 
catap.llt shot with sufficient force to daze him, leading to spacial disor i ent
ation on a black , no horizon night . The fact that afterbur ner was apparently 
not selected in an ef fort to effect r ecovery f rom the near stalled condition, 
and no apparent ejection attempt was made by eith~r occupant , ler~s credence 
to this theory. 

c . Erroneous flight instrument d:Ulplay: 

Although all a~re.t't or this c OJ:!Ill8.nd have had the miniture r adar 
attitude gyro r epeater added to the instrw:u:mt panel, the primary instrument 
r elied on f or pitch a t t itude during am immediately after tho catapult shot. 
is the AJB-3 att itude gyro . This has been an i tem of concern in the F4 
a~raft f or sc:mc time am the l'lUJltoor ot pilot discrepancy write upe on this 
instrumcllt remains high . During Supt~or 1965 J.ircrilft BuNo 150410 bad t hru& 
pilot d.iecrep&IX:ies logge~ against. the . AJB-.3 . On 21 Septombor 1965. too 
ai.rcratt was put into major check . The check was completed 27 October 1965 . 
No pilot discrepancies were logged ago.inst the AJB-3 during O.tober. During 
~cmbt:r 1965, t hree pilot discrepancies weN l ogged against t he AJB-3 i:l 
aircrflft Bul~ 1.50410. These three disc repancies anoiinted to a pproximately Z3% 
of the total AJB-3 <!iscrepanci~s logged by the squadr on pilots from the first 
or Nov~ througb t he date of thts nccident. The majority of these write ups 
are ccmplclnts nbout gitter nnd not cCIDplete gyro !nilures . wnen gyro f llllure 
is exp;rienced th~ pilot 1s confrout.ed with mk~ n choice cs to which 
instnuDCnt 1a in error. There is great r eluctance to cha~e to anot.her 
1Dstrument which is extremely hard t o intarpret and JUl mt proTide n vr.l.id 
indkat ion. 
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d. Control movanert. obstructions : 

J.ltbough this possibility cannot be ruled out compl etely, the fact 

t hat no ejection was eff ectoo by c~ thor cr ewoenber ~s the sitUlltion 

detcr ior nt..ed reduces it a !easibUi~ .. 

o . Loss of Cockpit IllUJ'!l.ination: 

Because of re.PP.n t.od roi'orenc:o ~o the 11ircraft navigation lights in 

describing tbe at,J-cra.ft ani l!lru'leuvors thi'Ol:ehout the flight , cocpl ct e electrical 

f ailure is rulP<l...out a s a possible c ause f actor . It is -x>ssiblc , however , t o 

lose complnt o or pnrtial cockpit instrument i llumj nation without losing e.xtcrMl 

1i P,ht.R . 

To better unders":.and how this can happen, a br ief description of 

the F4B electrical system follows . Tho F4B el ectrical ~er supply system 

consists of t wo engine dr1:V~tn a-c generator s (one off each e ngine) , two d-e 

transformer -rectifiers, an El!lergency a-c gene r ator and a ~er distribut i on 

(bus ) system. The r ight engim generator supplies ~e~ directly to the right 

m.tin ll5/200 volt a-c bus , the essential ll5/200 vol t .,_c bus , arrl the right 

( ess ontio..l) t r ans f onner-rectifiE>r . The l c:f t engine generator supplies po\ror 

directly to t he l eft J:tain ll5/200 vol t a-c bus anu the l fJft t ransfonoor-ructifier. 

Either generator is c~pnble of supplying e'lectrical power t o the entire niT-

' · . 

craft syatom through an outo- parall el controlled bus- tie relay. When the 

gener ator s are in pht;.se, anl are or:er atin& at a;>~oximately t he same frequP,..:.r , 

the nuto- p:u-allel cont..rol closes the bus tie system, ther eby cormoc t.inG t.hc 

l eft ani right bus system. In the event one gererator bocanes out of ph<lSO or 

f requency with respect to the othfJr, the auto - }ru'c:llel will open tho bus tie 

r elay, and each gene r ator will supply po>rer to its own bus systen. Should one ' 

gener ntor fail, too system ia designed so that the bus tie r elay will close 

allowing the good gener ator to power t he enti r e sys t..em. If t he bus tie rolny 

remains open howover, electrical power is lost f r an t he bus power ed by the 

dof12ctive gcncrotor. Eye witness s t atements i ndicnte th11t nil external lights 

wer e on n-at\ the cata.p.Ut l .a11n.eh t u waLor entry. This eleminates l oss of 

e l cctri('.al t:quipmont..powered by tho l eft gen..rnt,.,r aincc tho r"·~-1:\80 l~hl.8 

m-e powt::red by the l ert main 28/lAV a-c bus . In ~-iditi on t .hf\ wing an i t ail 

lif.ht.s would l"EE:lllin on if tho contr ol switch were in the dim position which is 

the nor ual position for l.:lunch . The l oss of lightine in the pilots cockpit 

under a r ight gener Uotor f ailure , bus tie open s ituation would include instrument 

panel lights , instrume nt panel red flood l ights, (bright posit i on) rod console 

ligtt.s (brlejlt position) arr1 white flood li~ts which are rot used except i n 

e lectrical stor m corrlitons. l.CDR M/,NFnEDI wns known to be very emphatic about 

kce::-i~ tho cockpit lighti~ at as low a l e vol as possible so a s rot to 

int.e~ wit h visual perception outside t he oookpit. Knold .ng thi~, OTVl r.an 

assune hf' had tho red console lights and instl'\.\.IOOnt panel flocd lights in the 

die posit.ion. He wruld retain those lights as the only aircraft oeans of 

illumir.at ing the co ckpit if the right bus were l ost . It is rot known if LCDR 

HIJ'l FREDI normally had his fl.aah ligh t on and positiored so a.s to illUJ!l.inate 

the instl'\.Ultillt panel dur~ catap1l t lal.lnches . It is rot a squadron policy 

to use flAsh lights during night launche s. With a loss or the right gener ator 

with bua t ie open t he telepanel STAB AUG light ard STATIC CORR light 'llllould ccme 

on i Q:IA(!iAtely as well as the RT ~ Out and BW TIE OPEN lights on the 

genef&tor cort.rol,. panel. The flap and gear contr ol switches would become 

inope~Qtive nn:l their respective position irdice t ors would show barber pole . 

The ~ Vat.erc<Xl an:: UHF radi o would be lost. The AJB-3 artitici.d horizon 

would ~w an off flag anl tilt almost ninty degrees . Both longitud1.nal ard 

lAt~ tl'!lm WQ.lld be inoperative . In short the pilot would be placed in a 

very flit'ficult poeition in simply keeping the aircraft in a stable climb~ 

atti~~. ~o reach a safe altitude before taking any corrective actions . 

Additto~, there a.re two othe r factors which would affect aircraft stability 

and sHJl v nming to the pilot. When pc:Mer is lost to the flap control, the 

actu.et .. wJ. ve moves to a reutrnl position r emoving )Urdraulic pressure .from 

the dwa •ide of the nctuator. In this condition air l oods vil1 return the flap 

t o a law drag position. Also, the stall wnrni.~ vibr ntor on the l ett rudder 

pednl. ~ iooperntive vitb loss of right main 26 volt d-e bus . It ah~d be 

noted tbat the most unstt.ble tl..ight. condition for the F4B lrlrcr&tt is gear down 

flnp UJ ~iguration. 
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f. Examimtion o! the portion of the starboard main landing gear door 

(enclosure (18)(19)) recovered indicates that the ge.ar was in a position other 

than up and locked when the aircraft struck t he water. Since it is nonnal 

procedure to retract the gear immediately after the initial rotation on a 

catapult launch, a possible explanation as to why the gear was left in the 

down position i s that the aircraft !lillY have experienced a ccmplete loss of 

utility hydraulic pressure due to loss of hydraulic flui.d. Without utility 

hydraulic pressure, the flaps will be blown up to a trailing position by the 

external air pressures since no mechanical d~m locks are present in the system. 

The "Stall Speed" chart in th e F4B NATOPS Manuel itxiicate s thnt the stall 

s peed for a gross weight of 46,0CXJ pounds with the gear an:1 flaps retracted, 

and power set as required for level flight, is 150 knot s . The NATOPS Manual 

states that mild wing rocking will occur 5- 10 knots pri or to stall which would. 

be 155 to 160 knots for n clean aircraft . Also it is known thnt with the 

larxti.ng genr exterxied, lateral stability is r educed, ll1li the terrlency for the 

aircraft to r oll is incrensed. The l a.Ul'lohir.g airarea«. f or the aircraft was 

162 knots which is near the wing rock speed should the aircro.ft be in a flnpe 

up conf18Urntion. The NATOPS Manual states that "the stall is usua.l.ly 

characterized by a right ynw arxi right roll etc" arxi states in a note 11If the 

aircraft is close to, or at the stall, use of ni.loron to raise n wing will 

aggravate the ya~ motion., etc" . If the nircrcl't. experienced a utility 

hydraulic failure during the cata~t launch or during the initial rotation, 

the aircraft essentially would hnve been in a flap up configuration and ncar 

sta.ll airspeed. If the pilot was not ccmpletely aware of the situation ani 

countered a wing down corrlition with opposite s tick movement, the condition 

would be aggravated nnd the night corrlitions described by witnesses would 

probably have occurred. 

g . There are several fai.lures of the flight control system that could 

produce erroneous control ir.puts and f orces . The most probable of these are : 

(l) stabilator trim failure 
(2) run-away stabilator trim 
(3) partiAl or complete bellows failure 

(4) false inputs from the stabi.lity a~cntation system 

A failure of the stabil.ator *rim system causing it to stay in a fixed position 

requires increasing pilot applied stick force as the aircraft is accelerated. 

If the trim is set at that specified for cntnpult launch, the f orces required 

by the pilot are not oxceseive bel ow nirs}leeds of 200 knots. 

A l'UD-ll.wa:t trim to either of the extreme positions does require 

considerable over powering effort but i s not beyond normal pilot limitations . 

A partial or ccmplete bellows failure causes the stick to be pulled full 

for;..rard an:i the ~t IIIUBt counter this with aft stick pressure, the amount 

wrying with tbe degree of bellows failure nnd the trim setting at tho timl . 

ThCI mnximum re~ wuld be JO poums pressure with full nose down trim and 

complete bellow, failure. 

False ~ts from the stability augmentation system are not 

uncomcon rut have ~n generally restricted t o rudder vibration or di.!Jplncemcnt. 

which places t~ aircraft in a skid or roll, rather than pitch co nt.rol 

irregul4ri ties. Additionally, the stability augmentation can be disengaged 

easily b7 either one of two means it a malfunction is suspected. Occasionally 

tho stability au8Jteotation systEm has disengaged in squadron aircrnrt during 

catapult launches o.nd no serious control problems hnve been encountered . 

In sU~:~Mtion, al\}' one of the flight control system mnlfu.nctions 

mert.ioned above are not considered to be probable primary causes of this 

accident.. However, each one in itself could be significnnt when cc:mbined with 

otber po8t'ible ZMlf'ltnctions. 

b. Since the port ~ was not. checked prior to launch tor proper 

t\c.not1onil1g or the Boulldar7 laver Control (BI£) system (enclosure (24)), the 

poaeibllity or a 8LC mn1J'unc:ot.jnn Ahru.1ri ~ CI"'Midered. A BLC system failure 
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Will effect the handling cbllrncteristics and stall speed!J of the ldrcratt. 

A partial system failure, causing either the leading edge Bl.C or the trailing 

edge BI.C t o be inoperative on one side , requires same lateral trim to overcome 

the rolling tendency and necessito.tes an increase of five to seven knots of 

m1nil:rur:l airspeeds t o maintain control of tho a ircraft . A ccm1plete BI.C fllilure 

of both the leading and trailing edge on one side will require full lateral 

trim and min1mw:t airspeeds should be increased by 18 knots . Also mild buffe t 

will be noticeable at all airspeeds. 

Sirec the aircro.ft had an excess end s poed of 16 knots on the catapult 

launch (enclosure (30)), i t is unlikcl.Jr t hat a parti al BLC failure would have 

caused the aircraft to ert.or a stnlled condition. Additionally, such a 

failure would produce a pronounced lett wing down temency bef ore pilot reaction 

titte would allow corrective action. This was not the case since the a ircraft 

actually drifted off to the right after the cata~t launch. 

The stall characteristics of the F4 with a complete BLC failure on one s ide 

are unknown to the board. However, as with a partial BI.C f ailure , it would seem 

that the tendency would be for tho aircraft t o dr11't off t o the side on which 

tho failure occured . Therefore, the possibilit:;' of a BI.C failure on the side 

not checked prior to launch is considered highly remote as a cause fact or in thi s 

mishap. 

10. Investigation of the UHF transmission heard by the aircrew of F4B 

152285, (Backwash 100) (enclosures (31) (32)}, tur~tng up on the flight deck at 

the time of the accident was investignted with the f oD ow:iJ18 f i rvHneF. 

n . The crew in BW 100, heard a transm.ission on channel 14 which they 

as sume was made by nircraft IJtl 106. The pilot believes the transmission wna 

11Level y our wings, level your wings", while his RIO interpreted it to be 

''We 1re in trouble , we're in trouble". Additionally, the pilot believes the 

t r ansmission was made by ENS LEE. 
b . Backwash 100 am the ElB spotted on the number two cata~t were 

the only two aircraft in the vicinity of the ship monitoring the nonnal land 

launch frequency, channel 1.4. In addition to channel 14, the ElB was also 

:nonitoring charmel 15 which was being used to control four aircraft on n random 

carrie r controlled approach (CCA) (enclosure (33)). There is a strong 

possibility that only too stronger of two sinultaneous transmissions would be 

received. This explains why the c rew of tho ElB did not henr the transmission 

on channel 1.4. 
c. Plnyback of the mgnetic tnpe monitoring channel 14 · did not confirm 

that the transmission was made. Thls is not conclusive evidence , however, 

because it is known that many times radio transmission are not recorded by tbe 

equipnent used. 

Assuming the transr:d.asion heard by the crew of backwash 100 was mado by ENS LEE 

the following possibilities may have existed. 

a. The i.rt.ercCf:l system waa inoperative because of disconnected leads 

fron the pilots headset arx1 J:lask, or e l ectrical f:dlure ot the irt.erecm system. 

b. 0. \o the ftUih in preparation for the launch, the pilot may not 

have ael.ected tt}e hot m1.)ce code of the interccm system. Subsequently under 

conditions ot ~7 ~he RIO ~ have depressed the UHF foot switch button 

instead of the 'ili'ereom foot switch. 

c, n.e RIO be~ avare of the situation was attempting to relate the 

!act to the ~·· 

No fil'm toae·~ons can be made concerning tbe UHF trenm1ae1on, but 1! the 

tre.r-s. .. 1GD lfU made by ENS UE, it does suggest that he wna aware ot the 

seri~SDeaa et \a.e situation. 

11. ~GriDs the conr:lition of !l1ght ot the aircraft, as described by 

witneseea, ~ cntapult l.auncb to water entry, the fnct thAt neitber creMIICQber 

ejected 18 u diaturbing u tho cause or the accident. Possible rouoBS for 

the crev ta1 Una to eject follow: 

a . Reither crew 'Iter recosniJ:ed the eerlousncas or the situation 

am did Dot atte.pt. ejection. 
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b . The pilot ta f~c~.; curtl!. ...... l s'"'.i'ety ;.in ¥:~3 not pullc...! pr!.or to ~~ch, 
cl.:.:.li:~.-lt.lr.~ the ;l>':i;'..'ll""J C-~ns for .:;jcction. The ti..~ requirod to rocogrj ze 
th.i~ r.;-)1 Elff(.ct '-n ejection using the s~cor!!~y h".n1lc was core thm-: tl".:.~t 
~vul.l:bl13 befcre wt>:.or irnp..~ct . 

c . 'i't:u pilot \o:~s i!'lct~p.".ci!:.a-:.c'! -.n..! the RIO did not; rcr.ogni zc t.ht~ 
noccssity fo..r i:::n>;:~into action. 

d . The ntlot •::.s e~:~l~~ a!' the situat1.or. but dol:l;,.ud hi:l :r..;n ejccii.m 
lr<.itine; fer I ·.s RIO to lc:..vo . 

,;; • 'h<l H.lO o.:ycric~ced ''Buck F(.ver" <!.fl.'"t r,·f~ to ojcC't or l".uct 
r;.ith th~;. hi.; ji:Hot wvu)!.! get then out cf the situ.:J.ti n . 

f. Lo::;s of CO.'r.'JI.ic.".tions bct\o;een thQ pi lot end. dO, coupha! Hith 
j.>NO;:-:up.ltj on oi' tho i1llot in trJi. g t :> control th.., aircrl!ft, pr•'V•)nted t:"i.m 
frJr. siok'!l.in.; tho 1\.10 to ~:;jt~ct . 

t.. J.'<.il1.11•n of cj th• :.· or buth of tb: ejection :=t:ats to fur:ction 
pro;.crJy . 

!.ny of th•1 n ituc.ti;.ms r.cr;t ionL'd above, ..,r cu:.lbinati.ons tho roof, aro fcc..:1ihl~ ~ 
No .:o.ttcnr.t. c~m he :.~:1Jc tc• select t.h .... ·~ust prob:1bk . 

12. Thu NATOrS Mar.u::.l was bcJn..- C00j:'liud ., ... ith D.ncl no N,.TOr•S rcqaircl.lcnt 
or ,"'rocctlur<.. i;1 considered to b.: a fllctor in this accident.. 

Th•.- W ?OJ'S lWtU'\l giv~.;s dot.::.ih J pre-fli£'ht prucoc!ur£>:: 1 includin,• ccra::!hle 
tilkc off 1 f,,r ;:;horc bc.scd op.;rnti• ns, llnC also cowrs carrilir-~scd proc Jure~ 
f':)r r t.:nc. C..L"' ,;p;r"ltiuns . .. ::ti.:ri..::um pr..,flie;ht nne; pre-l.....unch aircr.::..t't 
checkout ::;hould be spccifir 1 cor-ro.::rnit:t; c·:mll.ti.cn ~ .. P lc.unch :J dul'i113 11 j)Cn..:e 
ti.':l(l 11 carri .r hlC'. i optrLtl.<•r.. • A. r .:>cr ... c:::un::!c.ticn to incorporate t.t.:i::: in r,hu 
n·:ruP) }.~'-nunl will be in.iti:. J t:r the squ.::.dr.Jn in accordnncc with 011-1/, VINST 
3510.9 scricc . 
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F \HI' VIII 

1 . It io tho oo .. cluoion of tho bo:.U'd that tho primcu;.r cauoe :·a.ctor 
or f otoro o!: thic accident are uru:nown von Ctl.l'lnot bo dcteroinorl . 

2 . The :no at prob ble of the poo i ble cauoe factor a a.ro as followar 

• . lot p 'l.rti o.1 ir.capaci t:l.tion . 
o . ut'unotion of the :.JB-3 All Directiono.l Inoicatnr . 
o . C mplete losu of c ... ckpi t inotrument ilhunination 
d . Co~plete leas of ceoer.tial flight inJt~lcnta cauccd by 

tho loss of the R.:..gr.~ ilar.d Bus Syo•elt. 
o . Flapo blor:ins ~P to .. he trnil poei •ion 1 10 to lo~:J of 

electrical ~c· 1~1 po~er or utility h:rdraulic prun~·9 . 

3. Re ·nrdleoo of thd actual primary caus'! or cau:Jao of tl.ls 
accident, it is conclut.l.od 4 t~t tno frustrations elCPorienced Ly the 
pilot throughout the dn.y pr .,::.• to the flight , including the cnnf'..tuion 
on the flight do,.k prior t<.; 1.nur.ch , nuut be conuiderod as pooni bh~ 
contributing to .1iu inability to cope v:i th the ext rome oi tuation that 
may have dnveloped. J.ddi tionally, the ble.cknoao of :ho night with r.o 
visu~ horizon may be considered an a contributing fnctor . 
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PART U 

1 . Tho j.X> ... :Jibility of iocor~ratir~,£; ::tech!lni..cnl down locks in the F4 flap 
syst. , <-~'fectiv with full d T. i'lllp;>, bo inv ... .,tig.:ltod to prevent the flt:.ps 
fr~ 1 dn up when electrical power or utility hydraulic proosurc is lost . 

2 . Efl'crt.s be conti:1Uad in L-:~provir.c thu r oli.tlbility of tho /.JB- J sys1 l.l . 

) . Fl..ifht crc•"'s should bo cor.tir.ually n dnJ(;J that. th .... y :~hould not Lllo-.~ 
thw .. ...,lv ... s to bo roshe~ <!urine rlock o.,cn.tioro ~nJ ).nur.~hcs to tho ?Oint uhcro 
s~ety is juo~'!iz !<! . Concurror.tly, it is the raspon!libility of tho deck 
h~ndlit'l6 porso:o:.ol ~n.! their supo1 viscrs to kft:p the tt'1:lpo of opcr<ltions withii. 
tho li::d.ts of ::;afnty. Dt:.rin spj•c · al '.xu rei ... s , when l<..unch schedules cevinto 
frol"il thnt. of routino .:~ir oporntir·r~-; , a pro-r>ll.<.rJlcu syst._r., for aircraft n~vcncnt 
anJ. lnunchincr is ussential to ol.i.rinate confu:Jion. It is uqunlly inj ortD.nt f or 
the fli@'t cr .. ws in thu e_rcraft 1.0 be irifomcu of such n prc- plnnncd sy:;tuo ns 
it is for t!- uack j'"l..f s .... nn 1 dircctir.g U.c r:l'JVC'-lent.S . 

4 . i ilc.ts b• ccntirnl<~lly r!.:llin:J...,d o1 tho hazarc!s of having loos'"' objects ¥ 
th... cockpits . 

5. If the wnist catr.pult:J .:~ra to be utillzcj f or Condit ion CC!p l.c.unches nt 
ni(iht , tl.t: aircrilws shoult! occa:;ioP.cll:; b.: launched frcrn thttse catapults dur i.ng 
dE-y light op::ro.tions . 

6. Irvcs igato the fensib i lity of in:Jtalling a Lnt.tury powered light in thu 
frolJt cockpit t o bo used during ni ht approuches and launches in thl! uv.,nt of n 
cornp1Gtb ~luctr"cnl fnilure . 

?' 7. Include 11sct.t pinz" or: t.1e pilot •s takt..-off check list . 

8 . All cerri ... r basod squ <Irons insti~ut.~ a procccur o to hav~ the oircr~rt 
yellow vht:tots ovailt;bh. for ,. 1.lot review whc n aircrut substitution occurs 
aft~:r th" CNH l<Jav ... s t~ r "o..lyr oc . 

9 . .1- lJ.ght crcwo constantly l"Qvi(;w tho Nt.TOI-S proc(;dures fer \:jt:ction 
sl.gmls between cr~~<.Uf•Lhers in tho event of lo5t intcrcoo. 

10. Pilot5 ruvicw all o.;u rgcncy procedures nm particulArly tn oo apt>licable 
to over- rotation nro n.nr-stall c I"L.itions after catapult l.D.unchc"' . 

ll. l.U.TOPS Manur.l be rovist.:u to pro rulgc.te oir.ir.tw:1 rcqui.re:JQnts for <.. 
preflil·ht. anJ nircruft ;.rc- l.D.unch checks for Condition Cap .U.rcrat t durin~ 
11poaco tine" carrier opurations . 

.,_ 

-
-



VF-74 Serial 2-65,\, 26 lk>venber 1965, F4!3 BUll> 150410, Pilot M:.NFi£01 

Irviex of l!!ncl05\L-es 

!1. EnclosUl·e (1) Dingrao showing position o! witnesses 

B. Enclosu-e (2 ) 3t.atc:;ent. o! LT 

c. Enclosure (J) St.ater:Bnt of LTJG (1F- 74 Pilot) 

D. Enclosure (4) S':.atrnrent of LTJG- (000) 

E. Enclosure (5) Staterer.t of (?etty Officer hbe~) 

F. Enclos..~.re (6) Statel:2nt of l stLi' (USiC) - (ISO) 

c. Enclosure (7) Statocent of (Flight Deck L.!ndi~ P. O. ) 

H. Enclosure (8) Stnterent of Cllt - (Ships' Navagator ) 

I . Enclosure ( 9) Stc.tenent LT - (Forwnrd Catapult Officer ) 

J . Enclosure (lO) State:aont of LTJG - ?riFl.y Obeerver) 

K. Encl osure (ll) Stat. et:leDt of (W,-83 Pl.o.ne Co.pta.i.n) 

1. Enclosure (12) Sta t ecent <JJ (For.ro.rd Lookoui: W:ltch e-n 09 1..:: "~ l , 

l-1. Encl osure (Jj) Diagrac showi-~ Flight Pnih of aircraft 

N. Enclosure (14) Stntet:~ent of {Bow Petty Officer) 

o. Encl oeure {l5) st!lt.<n:eut of- ( PlAns Captain) 

P. Enclosure (16) Photogrnp!l of Stc:.rboord 'tling Tip 

Q. Enclosure (17) rhotograph of Stuboud upper wing surface , piece of F~;> P.nd 

~ece ot styrofoaa plnstic ~terial . 
R.. Enclosure (18) PhotograPh of Starboard landing gear door 

S. Bncloeure (19) Photograph of' StarboArd lending go!U" door 

r . E."lclosure (20) Dingran of F-I!B a ircraft sh~ placf!ILlBzi; of parts recovot"Cd 

tJ. Enclosu:-e (21) Stat eoent or LT - Helicopter Pilot) 

V. !nclo~ure (22) ~lodieal Officcr a Repor t (Original. onJ¥) 

w. &ncloa:re (~) ResUDC' ol Pilots lwst Piw Years F~ ~rio~ 

X. IDoloeure (24) Stateoeat or (Pl..ue Cn~D.in ot Me 105) 

t. lncloew-o (25) Stntcumt ot LT - prttvious Pilot. o! 106) 

z. Bncloeure (26) st&t1D8Dt ot U:~- (VF- 74 ~ezw.nce Officer) 

a. -.olOIIUN (2'1) Stat.ment ot (Troubla Sllooter for VF- 74 
&bop) 

lllltloare (28) Sta~ of- (Plane CcptaiA ot ;Jc 106) 

(2lll Hecla oa "c lD6) 

l 



VF-'{.4 Ser1c:.1 2-65A, 26 !·c •c:~b :r :965, }4B lltr.:o 150410 , Fill)t l.!;UFFP2>I 

!!lc x ot Enclom.ros ( contint..od) 

a . En~loo~.a•o (.31) Staterner,t; of C.VR - '!'ilot of A.j~ lCC} 

t. Encloouro (32} ~t ~e:nent of E::S - (RIO c! .\/C 100) 

g . Jo.'nclool.:.l.'o (33) Zta:~c:nont of lTJG (ElB rllot) 



VF-74 Serial 2- 65A, 26 Novembe r 1965, F4B WK> 150410, Pilot MM:FP.EDI 
Di88rem Showing Posit1a1 of \'/itnesses 

(13) 

(17) 

( 5) 
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(8 ) 

(3) 

(19) 

I 
(15) 
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(i) 
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(7) 

(10 ) 

(?,-(J) 
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(4y6) 
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L 32) 

4) 
J) 
L 33) 
10) 

21) 

11) 
(~L 12) 

(ENCL 7) 
(ENCL 5) 

(ENCL l4) 
(ENCL .28 ) 

AMH-3 (ENCL 27) 
ADJ-3 (meL 15) 

(ll) (Helicopter) i !Ule abeaa r..bd 
cp.rt.er 

.....-..(1) 



o. b 

to recover &:l.I·cr•u. .. 

1965., Pl.D., BUNO 150UO., Pilot MAtmtEm 

, 

USI, On the plattora waiting 
.,.,.] .......... )luft)er 2-651., 26 No~ 

I vu on the . ' tfora at 1930 on 26 N~ 65 waltinr to recover aircraft •. 
I heard lo6 turn up or. No. 4 C&t&pul.t and then I turned around to watch 
the C4tapult ehot. 106 procHdecl down tho cat4pul.t at what loolced and 
sounded like a normnl ehot. I noticed a sli(lht over rotation tol.lciWi.ng 
the ehot but 106 seemed to re-es t4blish his attit~ I tumed around 
to do se~Ething on tho plattOl'lll and bellrd lst LT ~all 1Q' attenti on 
to lo6 going ncross the bow. 106 had gone in front of the island by 
the til:Je I looked. 

I so.v no burner light after the catApult shot. Weather eondi.U.ona 
wer~ nonaa.l. and I did not notice any other factors that uay be of help 
to the botu'd. 

I vu deoignated a Naval Aviator in March 1961 and have l.2l.8 hours 
total .flight ti.ae., of' which 1031 houre are in jet type trl.rcratt. 



Statement of · LTJG 
AAR S~rial N~ber 

1 USN, Concernl.nf \'F- 74 
BUNO 150410, Pilot M.\lfil!mOI, 

At 19.30 Jl\Y RIO tu"1d I went into fJight. deck control to find out whlcn 
o.ircrnrt we were to l!IM. 'tle were told theN! were no A/C UlUIIl!Uled antl ~o wait an:! DDJl one of the returning AfC , 

There l' ile~d to bo ~;crr.o confu:;ion on whon t he next F-4 was t o be 
l.Dunchl'd . I heard soneone on t t:e radio in fliFht deck control s o.y, "Wh"t ' 3 
about t his dnon F-4?" So I wnlke.1 out on the fllpht deck, a~t. cer.ter 
abeam thE: No. 1 elcv<ltor . The F- 4 seemed to have a norMl cat shot vtt.h ~>
slight over rotation, The r ot<ltion s~ced to increase slowly until the l>ri.nge 
started rockll~. The wL"1ga rocked slowly through th~ level position until 
a.bout 150 or 200 1 of altitude, Then the h/C stArted & slow right turn wings 
rocking , r.oo<.~ above tl.e horizo:1 , Th~ A/C hit the water nose hiBh tmd in nbou t '!CP t o f!J:'P nnslo of bn.nk to the right, '!'he A/C hit about one hnlf mi. le ('Iff 
tho st.:lrbonrd side of t he !'hip. 

I didn 1t see o..,y sign of ejection or hear any Chaflle in engine sounc! !rom the tiue of the cat shct to water impact, 

I t urned e.nd went back i.m.o FDC 1ml!lediately after the A/C hit the WRtor. 

I was desi~tcd a. N~v~l Aviator 15 November 1963 end hAve 1030 hours 
t otal flight time1 of which 433 hours 

8PIDIAI. IIAIWID ~ D ACCCaNICI VIm PWQWIII 66 CftlVDSfT. 3'150. • 

..... (S) 



l"t~'ltflllll~nt. ot LTJG _...._ ll05, U5UR, Oflicer of the Deck, 

i:Oft<:erning VF-74 ~~, 26 November 1965, P4B, BUNO 

150410 , Pilot !:f .. "iFREDI 

On the 1930 launch I, as the Officer of the Deck aboard USS FORRESTAL, 

observed the following in regard to the crash of the F4B. 

The aircraft was launched on the angle deck (waist cats), and as 5oon 

as it left the catapult it started to oscillate about 20 degrees to star

board then to port. It. seemed unstable. Instead of turning the usual 30 
degree cut to port it turned to starboard, and when it vas dead ahead of 

the ship, the nose was high and the aircraft started to climb at an un

usually steep angle. Then the starboard wing dipped and t he aircraft. 

lost altitude and foll~:ed i ts s t arboard wing into the water about 10 de

grees off FORRESTAL •s starboard bow at 1500 yard5 ahead of the ship. 

The sta.rboa.rd wing hit the water first because I noticed the port 

running light was the last to disappear. 

As we passed the area where the plane went into the water, I saw a 

water allele &bout 150-JOO yards of! the starboard beam. There w.e no 

sign of an aircratt or any debris at that tiDe. 

In coDClusion I sa,- that 1 imev the aircraft was in trouble imllediat ely 

a!'tor it left the catapult. The above observation occurred in &pproximAtely 

5 - 10 aeconds. 

At the time of the accident, I was sta.nding watch a s OODUW 

The board considers the above statement croditsbl.e . 



ST~>TEMEUT CF - nBH-.3 ,--. USN, Petty Officer Abean 
CONC.ut •. It& ~lit.IMB.m 2~Vcl-1Bl::R 1965, F4B, BUI;Q 150410, PILOT WIM'REDI. 

I , 
callc 
flaps . 

1.BH- 3 , went back to n.u:lb~ f our cat 1 when the CAP was 
I got an up sigrol, I unfolded tho Wi."l$5 and opened t he 

I t ook tension as thd F-41 l o61 turned up. The cat officer took over 
frou there . \''hen the plano left OV'(;rything sounded non:Jal to oe . When tho 
F-4 left the ship he t-.ad n fast pull up. The n the plane l e volod off . I 
could see the port ani starboard lights real well. Tho F- 4 started r olling 
fran side to side. It t.lid this roll.ing three or f our times . He then went into a starboard turn. At th:is time I could see all of h:is lights . He went no ross in front of the bow ot the ship. I couldn 1 t see anything after thaL 
due to the A3D setting on dock . I ran t o the point I could eeo where the 
plane had went into the water. 

The board considers the above statement creditable. 

, 
/ 



:3t"!tc~;.cr.t of ls t 
'.'F-74 :J.R .:Jtr·i:~l 
M.',~I:;'P.FDI 

, USHC, WC f'~ti\..,r;:,, c~r.c<..rnjnu 
1?65, F'l;F, I<Ul:O 150/J.O, Hlot 

f.t ) 9JJ., ~6 : O'.{CQ('t 1965, f bSCM.' ,C 106 Ct:.~opultod fr91: CC.lliFU:!-1. lie, 
4 . V,y poaitic~ WlS en the li.C Plltfc~. 

f'cllc.w.ni! t!'lw c~~pult s!lc:.t t.t~: r.ilcr:~ft "lp~resc tc m to rctr..tc 
n "=lly top.: ~oil>ly c. t1~ht over-rot·t' . .:>n . It t.!lcn sbrtod :1 pc:!>iti ·:e· 
c.ll:.:b t. ~oih.:l.t appc.-.·-ed to be lo s t!-..:.n 1CO feet .:olc~e !'ll ~!'!t dech le\el, 
tn n Jrift~d ~cr. S3 th~ bLw tc th< ztar~on~ rapidJy one wn~ d~ece~dt1~. 
rht: ~i rcraft <!is~ Pi' ... ~ red fr r; cy vi<:.~: bo ·hind the islar.d tun · • "hrbo. ·il. 
!liK! c!osccn1l~ . 

I vias de::;ign::. .. e:d :1 N:wnl /,viatcr 4 SeptcL.bcr l96J nnd hc.vo 931 hu.;rs 
t tal !'light t.Le, c f wh.i ch 81)5 hcur!l c.rc in 

I 

SPiCI.\L JW::u m 1~1 ACCO!iDAJJCE WT-rn P_.L>~r...;u.::u...L..c:......:o.=..::..o..o..-..---------------· 



Statement 
concerning 
Pilot MANFHBDI . 

ABH-1. USII. Flight Deck Leading P. O., 
26 Noveober 1965, F4B SUllO 150410, 

A/C side no . 106, F4B was spotted on 114 Catipult as condition II Ctt.P . 

We had an t.lB on 113 Catnpult. In ordt.r to shoot ,, 4 c~ta~lt 1 i/3 h11s t o be fir& 
!irst . 8ot h A/C wore turning up. The '1-tord wus passed t o l.aunch the Ct.P. No . 3 
Catapult went down. So \Oe had to move the ElB in order to launch the F4B off 
#4 catapult . 

•lht:n the F'4B was lau nchod from 1/4 Cat . I was starding on the foul line a t 
about tho f orward t:l~ of t ht. Islard . Th e. Cat 5hot was nothif'.g unusual , OUt of 
hf!.bit, I ~~atC'h .... d tho A/~ GO d o'm th o Cat . /.ite r tho A/C cloarod thv anglo, it 
l.'~p~..:rcd to me (my opinion) t hat the t a:il dropp<.d a little more than they usualJy 
do. Th~..n i~ look>Jd to n..: likt ho " as elri t;ht. (all I could see at that t ime was 
thu t ail of t h ... t /C ) . I th~ ;, turnt:d my ht.ad to check &.not her A/C _tht t was being 
mov~ at that t imo. 

I looked forward, and saw lights (green and White ) pass in front ot the ship 
at an angle toward:!! the wuter. It looked to me like the A/C was in E\ hard 
starboard bank . I only hAd a quick loo!< at it , a a it was angling over t owo.rds the 
water . I then ran to the point, (just forward of /11 e levator) and I could see 
a spot in the wat er where something had hit. , ' ' . 

' By the time I got from where I was s tarxling, (Foul lire , about the forward 
edge of the I sland structure) to the point, the epot in the water vas about one (1) 
t o two (2) huJJired feet ahead of the ship of f the starboa.rd side . (1-ly estimation). 
I could see the s pot in the water cl early. 

This statement. is true and correct to the best ot my knowledge. 

The board considers the above stat ement creditable. 

I 
i 

EIOC!.OSI.li\E ( ) 
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!:tAtomcut. of CDR 
.v.n Sor in t l'u..,ho. 

- 1310, USiJ, On t lie Bridge, concerning VF-74 
ncveo:~bez:o 1965, F4B, FU!iO 150410, Pilot. fi.At:FREDI 

At 19.3 5, 26 llcveztber 1965, I looked up frOCI the otarboar-rl side of U:e 
brid6e and caw an FL.B BUNO 1501.10 about 5o off tho starboard bow • 5 to 10 
seconds before it hit the t-:r.tcr. I oh!lervr>d a gr.:~ en runnir.g l~ght and 
believe I saw the red rtmning light . I hnd the imr•rt.ssion tt:f.l aircraft 
was extreccJy r.one high a~a then ~ n tsc fell through as if i• were eA
ocuting a "falling leaf'' apparently right l>-ing down wnen it hit the 'lo."at~r. 
A short period thc.·.,atter I ob.~er' ..cl the water slick of the point of ilL pact 
.lbout :we yards abca:!l the st..arb .... rd side of the bridge . By lining my :Jtove
mPnts in conjunction 1:ith t.no o~ ~ ps • peed I caJputoo the point of impact 
l1 cinim•- of ?SO ya "Ci!l ::..'load of the ship nnd an eoti.mated Clli.J':il:!um distance of 1600 yards . 

I w :1 d~:~sigr.ated a Ni!VRl Aviator in 1945 and have 1.136 la,wrs· t.ot:ll fli11r.t 
t im . of which 1306 hours are 1n jet ~ t'e aircraft . 

! have beer, r:av!.g-:.tcr aboard 

s-~ll.l- r. Jlr.l J .. , Rb:.t • I ...u J . . . c Rfl. l .Si'H P. R.. I.J., CIF Dll" V 11~ f ~·1 , 0:: 

E.:CLOSURE ( e ) 



Sl:.'lt.e:ncnt of LT 
or :ln ElB nt.o t.! 
2-b!i:., 26 Nvvo· .b 

,\t c::- nb .1t t tii:::.J of t.h o.ccic!er:t. ... w~ OUfCrvio~ng th~ ';.rur;iir-6 of an ElB ont thu t,<. . 2 Catapult. I wr.s strar!Jllr;g tl.c cawpult ttc.ck 
st.nmlin • cl oe to t.t. ctiroctor to r.Al-:e SUN ho did r.ct. cpr€~ the "-iro~:>n 
en t.h ElB du t.o tr:e ir.r.Iin-nt lAunch f thu subject Fl..B on No. L cst.apult . I obccr\cd lho :'LW laur.ch on o . t. cctnpult oul\.e clo::11:lv ruY:l it. seen•:d 
n r;ml in ::~11 rcspocts . /.ftor it r..:Jd pa sed the oort sirle, r directed r..r aLt.cr.ti n rock to t.hc cnco::li.n !.lB. .11 t'laps d t iirft vf e.pprorir.:"ttJl.v t. n c<.c r. o pn35od when I gl~~cul fcrw~~ cr~ ~cticcd th~ Y48 a>ai~ • 
.. t thio tirx) the .?.ircr:..ft app'!ur.x1 to b., at about .300 1 in a cor:ple:.ely 
St.ll] cd c ... nfiruratior: . I could C 0 t"lo 1-an li hb Vo.;;ry Wf>ll 'lnd Ut;" 
~n;:> :u-C<! to 'be gyr.:ltir.g up ll.''lC dm.71 in .l :.-···'inc; t:n:o CICVC'f:lcnt. . nc llircraft .. eood to h.::.•Jo c n;''ut lv 1 st. its aerod;rr.arrl.cn . J.fter four cr 
five "fallint; lo:lf' ' gyrat.i<.r;:;, (.1hich t ook about five seconds) tr.e a irplMlO hit t~e ~~tor. During t ic ~~~cent, th~ nircr~ft pass~ frcn po:-t tc ~t r 
b~j :1.r:d hit the 'r:~ter .:.pj)r {..•.:ltcly t~:t• hundred yards nhe:ul of tlic ::hip 
0:1 tho sturbcnrd silo ir. .:. ri ht side up flnt nt itude . Tl.e li&hta wert: on b r ight o.rcl 3tcady throur,hout thE: cvolutio:t, ond trcrc op~red tC' r'.! 
to be no tvidcnco c f i~!lift.t f~re . I did no~ see eit~~~ t o pilot or 
RIO ojcct . 

I wc.s design 1l ~'<i a ! :..• :.. , ia tor 2 'i Oct.obcr 1957 • n<:' h • •Je 23~0 ho\U'!' l.;,t.:ll flight t:.O~, of which 2~3 hours -.ru i:1 jot. t;-pe drcr nft. . 

~· :u=stm: (9) 



St atecent of LTJ ' 
concerning VF-?4 
pilot ~lANFREDI . 

~15, USNR, ~i Fly OQ.servcr, . 
r 2-65A, 26 Novenb~r 1965 . Fl.B , t 11!0 1;0410, 

I was up in Pr '.Fly ob:;ervil1£ tht 19.30 launch and recov• cy . I watched 106 
as it was launched frao the waist c&ts . I was r.ot aware oi ar:J over rotation nt 
the end of the stro~c and I continu~d to watch the aircraft proceed forKard of 
th~ ship. As the aircraft crossed the bow to the right , it appeared to be in 
a nost hi@ atitude r..nd "fishtailin.;" . fho reason I noticed it, was the fact 
that the white taillight seamed to be u1scr~bing ~1 area as though it were 
on a pondulr.·n. It disappeared from cy uight in front of the IslAnd and the 
next thir.g I rcrncober hcc.ring wae sonebociy saying, aircraft in the l'mter 
starboard side . I went to the starboard side of PriFly and noticed a light area 
in the water pass by nbout 200 f ct. of the otarb~rd side . 

To tl c best of ey kno\dedge thes :.rc the evonts as I oaw t.he:a. 

I ~:as cesign~~td a r;ava_ Aviator 28 l.lJg'l!::t 1964 and have 1l.6,S hours tot.U 
flieht tine , of -w'hich ii1l hour-> :..r in prop t.fl)e aircraft . 

' . . 

Si'ECIJ.L H~.?:fll1;G iU-..i'iR D J1l .. CC J ,., "f'r v• "ryiJ P.J . (;.f., OF I l'l.w.'• I 1' )'f"J . ot: 

E.: l.OSU:U: { I 0 J 



STATl!HENT CF 
CONCERNING -74 
PilOT f.IJJiF'REDI . 

AN, - tkfi , PUNE CAPTAIJI 
,~ 1965, F4B, BOO 150410, 

On tht: night of Nove::tber 26, 19651 I was sitting in t he cockpit of my 
aircraft (/1.4E #Jl O VA-83 ) when the F4B /106 left number 4 catap.1lt at 
approximat<:Jl y 2000 . This 118;1 be incorrect launch time . The F4 had a good 
cat shot. ani climbed to aroum 250 to JOO feet above t he water , ar¥1 quickly 

drifted to the stbd s ide or the ship. 
At about 500 yard:s off the bow, where I 'WaS watching , th e tail of the 

aircraft drop,lCd am swayed to the right, it the n i.IIIDe<ii.ately swayed back 
to the l ef't and took a position of a reg~.Llar right bank turn; it t hen 

dropped sidew~s into the wat e r at about 45° left wing up. 
I cliobed out of the cockpit of rcy a ircraft a rd by t he time it took me 

to close the canopy arrl walk down the ladder to the col'Iler of the flight 
deck the spot wher e the phantom entered the water was even with me , about a 
hundred f eet out to the starboard side of t he ship. It 'Wa8 at this positi:m 
I noticed the f orward canopy of the F4 laying ooar the middle of the disturbed 
water . 

The tiLle limit of flight to t he entry into t he water we& approx:iJJately 
25 to 30 seconds . The Phantan enter ed the water starboard wing first, at a 
slightly oose down position. The said aircraft entered the wate r in an 
a~ent r 18ht turn a r oun:i 45° 

My j ob is plane captain in Vll- 8.3 . I ente r ed t he Navy J SeJi. ember 19641 

tre.nsf~.:rr'-d to /,T "A" school lJ ~!ovett>ur 1964 e.t Hcupl'~Us Tennes:see &nd 

tra~;fo~~ again 16 April 1965 to VA-83 ba~ed at Oceana NAS Virginia Bea ch 
Virginia. I have been a plane captain for 4-i monthe and d id study aviation 
!\urlamental:s af flight , aircrai't , fllld aircraft han:iling and r olated oth er 
subjects . 

The board considers the above s tatement creditable.exeept 
to sighting the f orward canopy noating in the area of the crash. It was 
concluded that what was sighted was a reflection of! the water or a piece of 
wreckage that gave tee appearance of a canopy in the water. 

Smt!U.L PJJIDU!i; iU'Jct111U..D lJl !.CCC ar. .. 1~ ..t: iJT'i'H Pf.R,, 66 OF OPN •• V J !l.";'l' J'f50. ~ 

Zl~Cl.CSlf.:tL ( 11 ) 



Stllteccnt. of 
Level of ~ .......... ..... 
P4B1 SUllO 150410, Pilot MANFREDI. 

/,N, Forward Jookout Wntch on 09 · So,..ial Number 2-65t. , 26 Ncvecber 1965, 

At 1935 on 26 Novecber 1965 I wns s tanding the forward lookout w~t=h on t ho 09 l ovc l f orward. An F4B rod jus t been laun..::hed and I reporter' to : t:c cne Bridge that it appe~od t o bo in trouble. Sevenll s econds later the FJ.B cro.:Jhod in to t ho l<i\Wr npproxi.I;ate}J' 15° off the Starboard Bow. The i ndi c 11 t .:.ons t hflt led tl'-' to bt~lieve it was in trouble are as follOW!! : 
n. After being ~nLnpulted tho F4B held i ts nose higher than no~l c.rxl t he wing lights indicnted thet the lfi.nr s wore rocld.ng . First the l ef t wi~ ~rent down and then t h\3 right. After npproxi.Mtely 10 o:5ci.llatione t hu A/C i.op:l.cted L'1 n slightly right wing down Attitude. During this period the A/C dr ifted sl~ly t o the right, disnppenring nbout 1 5° orr t he Sta.rboord Bow at abcut one aile. The F4B did not appenr to gai.n l.l.lti tude after tho lau."lch An<! then s lowly lost altitude as it drifted r ight. 

b. I observed tho icpoct nne 3nw no indica tion of ejection before or afte r iopnct. I saw no signs of fire 1 explosion or e:rry other visible indicntions of trouble other thnn the nircrnft 1s nose hir her nttit~e, wings rocking and l oss of nltitude prior t o icpnct. I coulrl see tre gl ow froo the engines nnd it did not nppe:,.1r t o be in a.fterburnor . 
c . After iopnct I observed !i la.rge f onm nr eA but did not t~ee t he · A/C or any personne l . I vis U3117 trncked the fono nren unti l it disap penred down the Stl:u·boo.rd side o.t ni)proxi.oately 150 yards . 

e. I ha.ve been a. qualified l ookout since June 1964. I caoe on wntch at 1745 nr.d had cne coffeo br o!lk prior to this incident. I wns 1'UlJ.y night .:~.do.ptud o.s it hlld been a.bout nn· hour since I M d bt.-en exposoo to whi t c lit11t . 

The statement which I hnve given is correc t to the best of r:ry knowlelige. 

1'he bonrd consi ders the .:~.bcvc sta 



VF- ?4 Serial 2-65A, 26 November 1965 , F4B BUllO 150410, Pilot MtllFREDI 
Diagram ShowiJll: F~~ Path of Aircraft 
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ST,~T"clo~.t:;!li' OF 
c..;t:c~...ru~::::~~G 
PI!..OT Y...llf?...,ul. 

,.bH- 2, - US!i , Bow Potty Officer, 
2-65.~ , 26 i<>V~!Bi.k 1965 F4B, Bl:NO, 150410, 

I--i.BH- 2,--UN , was stc:ncii113 to th\.; starboard 
coroor~t dvfl~ on t.hc port-bo-~ , 

\,hila sta:ding there, I watch .. d tho launching of F4B #106 off of # 4 
catapult . J..s the ai.xcraft ::.au nchud off the cat, all had looked noroaJ. , ~:v.:Jr. 
after the A/C l eft the ship . 

Then I nor.iccd the tail drop and the A/C fly along thtj port siat.. 1 am 
cliob , A£ter the cl~b to about JOO f t (estimated) I saw th~ port wing light , 
t hinking it was a ?r..ssing aircra£t waiting .for the rccowry . I saw the 
starboard wing l.i.i;:ht , am aeain the port •ling light . .'lftcr s..:cing this , I 
trottLd ta-1ards thu bo,,, aoo I saw the white lights on the t o p of tht A/C 
swurvir{; 1 ft and thl.n to the right . This had happ.ned about thre:e til:ics . 
By thJs tiJlo the A/C was starting to the starboard side 1n front of the bcr1 
of tr.e ship; thats wh n I so.w all the lights , {port , :~tarbO&rd 1 wine; l~nts 
and the t\,"0 whitt. lights on tiE top of the J</C) in an arch angle in front of 
the ship, in a d wnward direction toward the starboard side . 

Aft~;:r that Dt' vi;...'l-; was obscured by the A4 1s parked in the onu spot 
fonrard (stbd bow) . I ran up to the bo<l with my mickE:y mouse ears on . I 
could :!till h"ar the engiros turning at full . I t11ought the 1./C had corrected 
its angle and fluw off . M1en I Nachod the bow (one opot) I look"d up and 
I didn•t see any lights or hoar any engines turning. 

I looked out at the water and I could see a slick or snooth round spot 
to the stbd bo1-; about 400 or 500 feet away . I pointed it out aoo said 
"there it iS , over thoro " . I don 1 t kn<M how long I stayt!d on t.he bow but I 
r an all th.: way to the is:..~na and ran bchi.n:i it ard I saw th~: spot going by 
t he starbor.rd bean o£ th"' ship . 

I have four (4 ) y..ars e;<p ri~>r.ce: on tt"' flight deck <..bo;,rd the U.SS 
FOHrl.t.SThl (CVil- 59) ar.d cv~.-rything I ha. ve written in the state:nent is what I 
have seen or heard , is to the: b.;st of oy kno:·:luage during the inciacnt . 

The board considers the above statement creditable . 



P.w- f ]Mit.S 

1--..B , 1501.10, 

,p 1 - US!I 1 'l'roullo Sho<>Wr f~;l V'r -'/4 
V'r -71. ·~I. Z.:..'tii. ... ra.MBER '-l.5'· ~ 2€. r.::.;..: r.E~.:."R l9t>5 I 

Post Dirht of J06 ~·n <.:levator /14 : Intr.kt<> , n. for .. Jtn l:m.~ ll in c1t.hcr 
CllGlnu. t~ux.ill:.u-y 'lir uot..r , n:J .. irn of ln:k.., , loo~~,; ::;cf ut.y wir"; ell 
r:. >r~·.l throttle link·· •(' in GOcxl con~it.i .n . I cuul! r.ot. chvc.t ,.jB 1 s or. u Luv:.tor. 
I cn.~o f or1r n! l!n..; c~~-.n to ·nint.on<:r cq w nt u p to 105 , t 1rnnJ up, check out OK 

Ir..undw. 105 

:~ked •. ft to 106, h was in pr.x:toss o! beint; turnc..l ar:.l c ... r.trol~ bcin.; 
ch ck<.ld . ~"'l.:U.l ~;/L t.:.z.t: l .. ok . . .11 trnnsf r fuol .,u:':lpa · r.J oloct ~ hyd .: N 

ir.dicr:til\• •oo I. They th•·n .:1 v ... d prop (FUuD) off cc..t t/3 . I st;>cAl a!'t cf' 
b~rocrs in l.i!lC .,'i•t. st;:bilat• r . Could s·x. .. /B JIOZZd5 cl c to no~l 
pooi t.i r. • "l't>~o:1 signt l of ~- • officer . !/o si.,-n of "I.Ylur..-:; nb.nor.l:ll , 1C6 
we. lcunc, •• 

1\:rool an. "' r.~ to chucr: o•Jt. 100 m u;::>. 

Tho brx.rd conshl rs th .. ~bove stz;tcn~nt cr <!it.o lt • 

SffiCI .L H. l .Ill.lliG ilEQUl r.E.D IlJ .. COORD..}l;6 ir.r'i'H P.R.. 66 CF O?r.w Ul '1' r ".{ 
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DII\GRIJ.l CF F4B SHCl.HG l.OCr.TICl, OF P,JiTS IlliCOV .... t...D BY SEARCH O~PJV:.TI011 . 

/ - • PI.!:C'=: OF OUTr..~ RIGH r 
, -.~~fj ~WING TIP f 

_,/~--$, 1:- ··T3~-ei:clos(..~.~7:·?1-) -PIECE OF UPP.t:.R Ul.C SURF,.CE , _ ~ 
COV.t:lUtJG PORTION OF RIGHT MJ,llJ / 

A . hHEEL vJELI. AND H GHT 'Lll; / 
- ron.-rnt:K-. - - - '-...., /' Pli.CE OF F!f.P l'iiTH _ 

1
, 

\ 

I 

~----~ 

/~g /~IX PAINTL!J ON ONE '
SURFAC£ (COl'.W llOO: 

}. llE'rEHJ.llilE RJGHT· OR ~F 
hlllG) (see e]lt!o::~uro 

, (17)) 
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- \ ~~ ~- I, - 111---=~:.-. 
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I FOffillwtD iJ>GE OF HIGHT MATIJ lJ,.N!)Jf G CE/tR 
OOCh (aoe cnc!oJaits ("i8)(19)) 

€ THE PIECE OF S':'YROFO.t •• r PL STIC COOLD NOI' BE FIT.'ED TO AlfY O'!'HEii PIECE OF 
r.'RECKAGE, HO • .t.V.t:.R, IT IS THF. SliMe TH!CKl:" ~ AS THJ.T USED ,,5 H. r:: ut:n:rrr, 
Gel~~ OOOR FilTER. 

SPECI •• L }!.J'.'TIJ.T.r. ,;&...,iiJ"t,l.J T.~ •. u .ilO,.tir.~. f:'ITJI P. U.~ ( .t, OJ.' c' JNJ.V UJ.'J'l' ?,'/'1•. ~ 
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Stateoent of LTJG --l315, USNR, Holo Pilot• corcerni.ng 
VF- 74 AAR ser-iAl nuuber 2--65h~vecber 1965 , F4D BUNO 150410, Pilot 
MI'.NFRElJI . 

On t.he nighi:. of 26 Noveobcr 1965, ot npproximtol:T 1~5 hrurs, 
while flying pla re guard froo USS FORREST/..1 (CV/,- 59) in UH- U heli
copter BUNO 149741, I observed what appeared to bo the running lights 
or a n aircraft si~ fran its noraal path following a catapult 
shot . H.y ai.r-cratt ' s positi on nt the t ine was approxi.Do.t e}¥ one hnl.t' 
cil o o.beam t ho starboard quarter of FORRFSI'A.L, on tho ~ hea~ 
ns the ship's , at f our-hwrlred f eut. altitude. Tho lights conver ged 
with tho ocean surf ace at "'het appeared to bo !'roB one- hall t o thre e
quarter s ill a nile .fo rward o.f the ship, am sliehtly star board . 

Hy aircraft ' s UHF waJ set on channel #15(333 .0) at thi:3 time . 
I hoard a t ransmission that sounded like , "Angel z.er o t wo, do you 
t:w.ve the aircr a.f't that went into the wat er?" I replied that I did, 
nrxi c ontinued on the sane heading f or a !ew secorxis, expecting the 
s hip t o veer port am deliver instructions f or my nir crart t o proceed 
t o the scene of the collision. At this time t here was almost uni
t errupted radio t r affic froo ce~craft in the patter n, 
arxl e.n at terapt by co- pilot , LTJG____.. to contact Primary 
o.nd verify an accident. and receive instructiom f o.iled. 

Since t ho s hip did not chnnge course nrxi I had proceoded u)>-Wi.Dd 
t oo far to !Mke a safe instrwnent descent t o a hover, I cocroonced 
a 360 degl'Ge turn to the r.i.gbt. After 270 degrees of this turn a 
f lare was visible in the water at what appeared to be the accident 
scene, and I cCDDenced a descent, continuing the turn into t he w1JXi 
lim. 

Upon arriving over the flare none of our crew were able to sight 
o.J\7 evidence of wreckage. While hovering and searching the area or 
the first flare w sighted two other s further a long the ship' s coo.rse, 
am oovcd to hover altitude to the eecord o.ren . Results of continued 
s earch in the grenter area of t hese three origino.l flo.res wer e negative . 

On the later or two subsequent search f lights during the same 
night we discovered five or s ix small items in the vicinit7 of the 
crnsh, am marked the a reas with flo.res f or the ships in CDJllP8l\Y 
t o pick up. The single item identified wna a F-4 cain lan~ gear 
cover hinge-cover. We sighted two or three iteca that appoared t o 
ha.ve retleetive tape on them, but were unable to epot thom a secom 
time w en we approached their e.re48 at hover altitude. 

I wu desigmted a Ha-. Aviator on JO JanU81')' 1965 alld haw 
798 bcura total tl1ght. time, ot vbich 574 hours are 1D he1o t7J18 
~. 

SPSa!U- HiJlDUIG -UJRID IIi ~ccauwr:l WITH i»aA 66, OfiU IElBucn<ll .3750.6& 

• 



MIDICAL OfftCII'S I8IOIT Of A/ C. AC 
O~NOW I'CMIM 17.0.t llt«V. s-411 

...r, KIDINY, 01 OltOUNO AectDIHT - 'AO -• oc,..,•• nso.r 
e~IECIAL HANDLING lti.OUI ItiED • s, O,.NA~ST JNIUll/" lolln.Uiooo. 

US( AOOITIONAl SHC~h or IICOUIIUO 
NAill( ( LaM. fine and aMidle lnld•ll 

"· f;IANFREDI John P. 

.. 
c. 

o. 

H oOD[L OlHU A/Cor INWOLV£0 

r A 

elECTION A • IDIENTII'ICATION 

" 
UNrT 

TO WHICH AnACH[O 

VF-74 

10 UUATIVl ACCOUNT or IIIS~AI' fUtt •liJJtlo .. l 8 :x 10'/t obuoo if " tt•luJI 

' · l lA'<t IUAI 

LGDR W.ANFRCDI and his Radar Inte r cept Officu , ENS LEE , were launched in F4B, BUI\'0 
150410 at 193~A, 26 November 1965 fran t he number f our catapult of USS FORRESTAL , CVA.-59, whi le operating in the Weste~n MeJitezranean area. Initia l aircraft pitch attitude{ following the launch, wa s sl i ghtly excessive as in a mod e•ate ovt r -rotation condit on. It was countered momentarily and followed by a s l ow increase in pitch unt i l an extreme nose high a t titude was reached . As the aircraft passed the bow of the ship stil l climbing, it began a slow se~ies of wing r ocking motion& about its longitudinal axis . As the intensity of the wing rock i ncreased, the ai~craft developed a fis htai l yawing{ oscillating motion about i ts vutical axis t he combination of VJhich produced an ~C't on characteristic of a Dutch roll . The aircraft entered a slow right turn whi le ma i ntai ni ng a nose high wing rocking condition of flight from a position slightl y ahead of ti11 shi p 
and the apogu of the climb reached appr oximately 250 fut . Tht aircraft c~ossed the bow of the ship and the amplitude of the wing rock increased unti l a plan view of th• aircraft's light$ coul d bt sun as the air craft rtached its maximum angle of bank during the wi ng rocking motion . From the moment the aircraft entered the right turn it began l osing alti tude so as to follow a descending arc from approximately 250 f .. t altitude al a point 1/2 mil• ahead of the ship to the point of water entry, 15 degrees starboard 3 4 mll• ahead of the ship. The aircraft entered the water right wing first with 70 to 9 deg~teJ 1 ~ngle of b~nk. At the moment of ~·t~r entfY• the forw~ra momentum of t he aircraf had been arrested and the entry may bl des cr bid as a slicing action wi th the aircraft pivoting about its $tarboard wing . There was no fire or e~losion _Jssociated with the impact. The aircr aft disappeared betow the surface inmediattly. The engines 
tpoeartd to be o~rating at ful l militai y power throqghQVt the flight with no indica-1~n of the afterburners having been se ected . No • J t ction attempt by ei ther crewmember was obs erv.d. 
ll. PttMAIY CAUK rACTOI U .SI4Nf_D If ACC,IOC .. T .OAIO 

ll. COIITIIIaiiTUCG CAUK r.ICTOI ASSI&fllD a T ACCIDCWT aOAIID 

U . POIISIIU CAUK fACTOI AUIGNlD aT ACCIDUT aOUD 

a ru UDl AWMLAal TO n& A/C ACCIDOT IIOAIIOI C'1 
,.. MAVI ALL ,._. COIICLUII-. • IIICCHnii•DAnotn I 

" 100. I.V'UoOIO. YU IIU 

16 Dec 
1~ 

17 DeG 
19e 
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h~tever, c -;ot ~e verified her 

_ o ... cockpit 
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A · ACCIOI[NT 
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" ... neue 

O( IOJ,U~ r' lot h ~ t•t., 1;; 
.. t r F !5~0t 

FACTOflt WEIGHT 
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C CONTft18UTiftot0 
0 

C nfu ion on fli..,ht dec':; f Ln. re _t10ttcd . 

5 c~nd rj to l ck of 3le ~ · 

wn 11 t: eni r f iccr t ir.n r . 
Inti: ted o 
cor- sion s s 

Its bout reaignin~ 
ib e to retire . 

red tuiet nd \rithdr: m ir. r d,y roc 

See ..mdcr ~· ~':'IJU.., 
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MEDICAL OFFICU'S RlPORT OF A C ACCIDuu, INCIDENT, OR GROUND ACCIDENT- P'AGE 3 
OPNAY r' . .._ ... S7~0.118 fHC'V. S .,, 

!iE:CTION E 

25 Nov 1965 
TfNC 

1800 
111 0 
2100 

25 tlov 1965 
0200 
0900 

1000 
1200 
1300 
1500 
1700 
1800 
1900 

26 llov 1 J65 
30 

0800 

0900 

1000 

1200 

1500 

1700 

1800 

:,u; r'A<ot e r'AitA IU Ot I":.TIIUCTIO" TO It C0"4 ,l£Tt0 0'1 ,LA'<( CO NNAI<Olll , r'llOT. CO ,.LOT, OTHER IHDIVIDUAL Ill COI<TIIOL OF AIIICIIAn Alll .. ( Or NlSt!AP A'<D OIII'<OIVIDUAl CAUSoHCO lHt II )SHA, 
USE LOCAL TIME ANO 8111CFI Y AECORO ACliYITY WITHIN EACH COLUMN 

•a HOURS I'RIOII TO M1SHAI'----, 

Dinner in wardroo • 
Ready room business . 
To stateroom for 
administrative work . 

Retired . 
ANa lee . Shower o. shave. 
rb breakfast . 
To ready roO' • 
lJJnch in wardroon . 
.~p in statero~ . 
Ready room busints ~ . 
Dinner in wardro~ • 
Ready room busine~s . 
A inistrative work in 
stateroor . 

Retiree . 
, 'tlake . 5' o ·~tr & shr.ve . 
l.o brt'kfast. 
To roady roo· • ~itt 
and pensive ; a 0 ktd no~ 
to be screduled to fly . 
!~expected meeting in 
~•r tions with other 
units in exercise . Ht 
heatedly condemned wholjl 
exercise. 
lJmch in wardroom. Dis
cussion of own di ~leasr 
ure with exercise . 
Squadron husiness in 
stateroon, . Ole short , 
uneventful trip to 
ready roo . • 
Dinner in wardroo • Ar
gument with senior of
ficer over mission. 
Brief in ready room by 
pilot hireself . Expres
sed views that exercise 
planning was inadequ~t• 
from higher echelon . 

au"o 

TIMC 

1900 

ACCIOI:NT 
I'HASit 

1~·35 

~~It 

T IN It 01' .. ESCUE 

Relieved fellow pilot 
15 minutes late . To fliD ht 
deck with RIO. gan pr~ 
flight or. A/C IC6 and w~ s 
towed toward catapult w 1 en 
tractor struck jet bias deflector shattering lot lggr• Downed a05 a~ took A ~ on No . . tltvat~r! ius~ r• -covereo 1n u s a J • gan p~fsi~ht~ s}arted en~i' es, a e an rc ueli~ ff e 
hose losd ~rensur~; plaf • w~s towe o o. ca a u~t. S arted re uel! 1 dPain Ian• 
ca,taln noto< \! ot's 3i at in to be stil enga e ~fter rushed bridle ~oo, up, nose was raised and 100, 
power obtain•d fr~ eng nes. 

I A/C 106 launched from ~~ ~ . 4 
catapult and started wi 1 g 
rocking with :1cse high ~ tude; rolled right into 

tti-
wa'L r . 

I No evidence of attemptt~ 
e j ection hy ei thcr CrtY• 
member . 

No rescue . 

IIIOOtL A/C 

~~2?-~6~~A~------~-~~4~B ________ L-~15~04~1~0----~~A~---------------------------------"A"r C)( t .. OI't10UAL 

I'.ANFRF"T 1 Joh."' P. lJ::DR IGN 
Ol'-4'r 



MEDICAL OFFICER'S REPORT OF A C ACCIDENT, INCIDENT, OR GROUND ACCIDENT - PAGE 4 or~~•v •vo•r 2n0-1 
O,.NAY I'"OJIM 37!SO_.C uu:v 3·eJI SPECIAL. HANDLING REO..J IR£0 • Su OP.'IAI t:-oST ,7~./J' for i•rlrwttio••· 

SECTION F PATHOLOGICAL DATA tllrfn t• Sutit tt I •I ,.,,.,,;, .,.} 

u l1 
J . ~Hco;-~u~--- ------------------------------------~ 

NOtiE 

0 "o ou••noN. 
5 • .UPH'tiiATt:n a l.ll"l.lrfl Of ( AIIQ'-IlAUON _ -.=_..:.:__o:_i' A 

e If At Ml fTl.O TO ~IC& L~ IVl •AG,.OSIS 

N/A l' ~A~--~--~~~-------------------------------------------------+::,z:-. -=ou=••::r.:l:tOH r !itt ;,.,,,"' ''o" J 

Cause unknown 
- ----~..-~tCONDUl CAUSt O' DtATH 

Causes unknown 
IS AUTOI'SY CONDUCTI:D IY N/6 I'ATHOLOGIST. N[DICAl 

,. N/A 0 PAUfOlOCJST MtOICAt.. Owt C AL O H ICl llt 0 r ttaf Oc::OL AOACHlO 0 "'ILL ll f 0 11t .. A.0 [ 0 0'fiCU I'UUI" ontcu ~or ,•uu" 
11 V.AS •'AUTOr'ST MANUAL. l'tA\'M[O P~015 ·• US£01 II t., ,.0 AUTOP-SY' CO,OUCtlD, Gf\'t lttASO"'w ol'[S Oho ~J/A !3odv t.:Ot Recove red 
"· PHASE SUSTAINED 

INJURIES 1 -- CAUSE AND MECHANISM ( 1/ .,,.nnff,, tl11oriu 1 
A E s A 

W'A - --- - - - : ------ - --~--

--- - - - -
--- - --

I I 

- ---~ - -- -
- ------- ------

-- ----- -- -

10 U"4RitS 

Because of above Injury Cod• and Disposition, this page is not appl icable. 
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D&.CitiSIE AND 8 HOW OltA-ICALLY 8\' OUTUNINO AND 8HADINO AJ'triECT&D AltiEAS 
ALL LACIEitATIONS, ABitASIONS, CONTUSIONS, I"UHCTUitiE WOUNDS, PltAINS AND 8UitNS 

lt&COftD ALL IN.IUitiU NO IIIAT'T'IUI HOW TRIVIAL. WH&TH&It ~ATI&HT LIV&D Olt DI&D 

OOT APPLI~~ 
Ba>Y OOT RECOVERS> 

DETAILS 01" SKULL. FRACTURES AND BRAIN I NJURY. Dr:SCRIBE AND SHOW GRAPHICAU.Y, 
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MEDICAl OFFICER'S REPORT OF A/ C lCCIDENT, INCIDENT, OR GROUND ACCIDENT - PAGE 4A 
O~NAV I'OitM ~710 ·10 (ltltV ~ $~1 

UCIION f tCDA~tn.wrdl 

DESCRIDC AND 5HOW GRAPHICALLY BY OUTl.ININO AND 5HAOING AFFI:CTlD Al'tlAS 
Al.l. l.ACI:RATIONS ABRASIONS, CONTUSIONS. PUNCTURE WOUNDs SPRAINS AND BUI'tNS 

RECORD Al.l. I N.JURIES NO MATTII!:I't HOW 'TRIVIAL, WHETHER PATIENT l.IVI.D OR DII.D 

NOT APPL!CABLE 
Ea>Y N07 RECOVERED 

D£TAIL.S 01' SKULL. FRACTURtS AND BRAIN INJURY DESCRIBE AND SHOW GRAPfliCAL.L.Y 
I AL.L FRACTURCS, DY TYPE (Strnrl, , d'l""'"'• or lnJtrul, "~) 2 SITES OF BRAIN LESIONS, IF ANY 3 DISL.OCATIONS 01' MANDIBI...I! 

Nor APPLIC. .. LE 

M Oft .,_0 MODCL A/C 
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MEDICAL OFFICER'S REPORT OF A/C ACCt. 4T, INCIDENT OR GROUND ACCIDENT • I'AG a 
liPS\~ rn • n»-U (lilt. '-631 SPECIAL HAt DUNG REQUIRED S•e OPNAVINST l1S0·6E for in•lrv(t o"" 

SECTION F IContinuodl 

All FltACTVItES IY TYI'E (Si..,ple 

t-.'Cf APPLICAB!..E 
aJY NOT Rc':OVt:RED 

un 

DIRECTION Of DISI'lAC£M£NT 

DESCRIBE AND SHOW G RAPHICALLY: I . All FRACTURES OF SPINAL COLUMN (Simple, c""'Preu ed, etc.) 

2. DISLOCATION AND DIRECTION OF D SPLACEMENT. 3. SITES OF CORD DAMAGE. IF ANY 

DETAILS OF SPINAL INJURIES 

Nor APHICABLE 

111011 "0 

2-6~A 

MANFREDI , John P. LllR l.Gt: 



MEfiCAl OFfiClR'S REPORT OF A/C ACCt-•T. INCIDENT, OR GROUND ACCIDENT • PAG .. 8 
IIP~H' N'IR\t J7S.,•E (118. J-63) SPECIAL HANDLING REOUIRED s •• OPNAVII''ST 37S0-6E for irt~lruc;tions. 

SECTION F (Continued! SKELETAL INJURIES 
DESCRIBE AND SHOW GRAPHICAllY BY OUTLINING 

All FRACTURES BY TYPE {Simpl•. compo.,nd, ccmmin"t•d, •tc.) AND DISLOCATIONS INDICATING DIRECTION OF DISPLACEMENT. 

NOT nFI-LICABLE 
BCDY N~ KOCOV!:RED 

un 

DESCRIBE AND SHOW GRAPHICALLY: I. All FRACTURES OF SPINAL COLUMN {Simple, compreued, etc.) 
2. DISLOCATION AND DIRECTION OF DISPLACEMENT. 3. SITES OF CORD DAMAGE. IF ANY. 

DETAILS OF SPINAL INJURIES 

NOT APPLIC BLE 

MDII 110 , I MOD£L A.t t 

F4B IBUNO . ____ ___r.I_IDIEHflf'ftATION 0, INDIVIDUAL 

150410 - . 2-65A 
NAill£ D' INDIVIDUAL 
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MEDICAl OFFICER'S REPORT OF .. A/ C CIDENT, INCIDENT, OR GROUND ACCIDEilfi -PAGE 5 OPN 4 Y RlPORT 8710.7 
OPNAV P'ORI4 37110·8,. !R&V 3 ·63 ) SI>ECI41. HANtlliNG lt£0\IIREO. .\f'• Or\_., 1"'$7 :J7jO.t;T: lor IIUlruNlmu 

SlC11014 G OCAPE PEIISONAL ANO SURVIVAl ( I'Y.ENT . "" 
L IST AND GODIE IN ACCORDANC& WITH SI:CT ON G 0 ,. INISTRUCTIONt I PHASI: COD&ea A •AGCIDI:NT/ I4ISHAP I!:•CIJCAPE/IECRCS5 PHAlli: 

1 z 
L OUIPMI!NT DI:.SCRIPTION 

INCLUDING SPECIFIC M ODI FICA TIDN 
MODEL DESIGNATION 

kl~et , pilot , pro- Reconditioned 
ectiva APH 5 j 
. ygen mask Al3A 
Ucfophone assembl• l 
NB .. C-1 
obert Shaw Fulton 
~~gel ·6~~g55~2~la~ 
~~?9:~1oc~ assemb~y 
a e a$sembly bc8~-
un1cat1ons) 2t 1 ~3t 
lose assembly OX\'! 1) 
l 02b- 36 
~voralls6 s~•r~ ying 4 ~~ 41 43 
oots , flying, safety 
si~• nd stock no . unknown) 
~rn:~s , torso , i1tegrated 
.A- 2 
re serve... lift wi t'h 
Day-n~~;o~:. fl5re~!and 
Dye markers M\.- . 
rvival v~rt with j . f suk H • s~.rob~ ~~t A,C•M- F • s r ou cu e~ 

• 1 tu.rviv9l knirJ 

3. .( II 

RE· AVAIL· 
['lUI RED AOLE 

NEED 

iAESR 

A£ 
~ 
~ 

~ 
k 
~ 

~ee 
emftr~s 

1\ES 

A.ESR 

ksn 

AESR 

I I 

Cl. 

USED 

8 ·8URVIVAL R · RI:IJCUI: PH,.Cll: 

7 . "· RI:MARt<S 
FAILED (E• plo•r. hil~ret, lou, ond f« d·ffl<vlry oi'ICO\Ifto 

tered u .. edd.tlonol I • 10\'l plain papet It n..0-.1) 

rue se were not authorjztd fo~ t e night of the acci ent· t 
i'"'K4A was re qu l red , but no 1: wo • rn . 

• 1 las l;lll ht . 'X991 
79 11.00 0 AESR (Su Remallks) 

I 
. 38 callber pistol with tracer 
am. :un1 tion .r equi red, but not wor1 

NARRA11V£ OF ESCAPE/EGRESS, SURVIVAL ANO RESCUE PHASlS 

No evidence exists that escape/egress was attempted . Tite possibility exists that 
the r.ilot ' s seat J: in was still nJaged at the time of the accident . 

MOl! NO , I<ODEL A (C ID~NTIP"IC4Tl0" OP' lkOIYIOUAL 

2-65A F4B A 
NAI41: OP' INOIVIOUAL 

' .~ t~;:t)I, 



MEDICAL OFFJCEn'S REPORT OF A/ C K<:CIDENT, INCIDENT, OR GROUND ACCIDENT - PAGE 5 

Ol'r4AY I'ORM S7SO·ll l' r RllV S ·•S I 

SI:CIION G 

SPfCIAl HANDLIN1.1 lfOUI• 

f5CAP£ P£RSONAl Ar-:;) SURVIVAl fOUIPMENT 

LIST AN() COOl! IN l'f"~ORDANCII WITH SIICTION a 01' INIITRUCTIONr I I'HASII CODilSI A ACCIDilNT/ MISHAI' ll· llSCAI'Il/ llGRIISS I'HASII 

S ·SURVIVAL R · RilSCUil I'H.ASil 

I 2 ~3 I .o& !! 6 7, 8 
fOUIPMENT DI:SCRIPTION VA l. REMARr<& 

INCLUDING SPECIFIC MODIFICATION RE· A 
1 ' NEED USED I'Ail.EDI ([cplaln falur .. ,lou, and"' d·lficulry .ncau,.. 

•• EL OI:SIONA.TION UIRED ADLf o .. ed UM edcJ,o,an.l8a10\"J plo n pa- II ....dod) 

lA) ~=~~tS.Pl~~t~~i~- flEES R .------·1--l----------
--r) ~ygen rnask Ar3A 1.\ 
~ }'R~~ef.8E~one assembly ir\ 
~} obert Shaw Fulton ,\£ 

~~~g~~6~~3boa~~ula~ 
E) U~~~~-~lock assemb~y 
F) tabte ~ssemJly lcom-

"un cations 2l01H- 36) 
~~ dYM6~Memb y ~oxylj•n 
~ ~1-cxposure covualls 

IJm~i: ' a~aY~~~~ks~t~t~nknown) 
J? ~ess,torso , integra•ed 

'd Preserver lift with 
~ ~·-~!~R~rflares and 

Ac 

r\ESR 
f\ESR 

~SR 
~ESR 
I 

~ESR L,rsurvival vest (no ~tack ) 
n~).! ves! ~ftVF-74 design 

~ :~l Uiss• Trr~trAC~iFtress ,.od •~ 761~ 
a ./ l shroud cu~t~i 
~ :tlitt~;~~Ht ?r~:tr.if.~ ~~P 1<79 t.,od o 

~ 1.. tm ¥a nr d • s f . 
b~ •. ~Cfi.J~ , 'Ni th t racer a nmuni ~1on 1 
3 i OSlgnal mirrOr NARRATIVE OF ESCAPE EGR[>$, SURVIVAl ANI> RESC\JE PHASI:S 

k., '2"'0'Y• markers 

~o evidence exists that escape/ egress was attempted . Tht Radar Intercer.t Officer 
may have Ottn instructed to eject; however , there was so little tim• involved in the 
whole accident that it is entirely conceivable that ht did not know the gravity of the 
situation and/or "froz e" when instructed to ej ect. 

WOR ~0 NO A/C • "0 

2- 65A f4B ___ _:c l~Q4l~O:._ __ __L_!!:I _______________ _ 

H4Mit Of tNO VtL UA1 

John E. ENS USNR 
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MEDICAL OFFICER'S REPORT OF A/ C ACCIDENT, INCIDENT, OR GROUND ACCIDENT - PAGE 6 
!> '[CIAl 11AN0liNO I(QUII[ 

WATER 0 LAND 0 DTtit:R 

0 c.JECTION 0 BAILOUT 0 UNDERWATER 0 NORMAL 

• E I REMARKS 

_x_ 3. NOT Al"T£MPT£0 s •• Sacijoo 1::1 , pa.ga_5. 

- - .~Al"T£MPTED 

5 ACCOMPLISHED -- --
0 THRU C ... NOPY 

_!ES NO EGRESS DII'I'ICULTI£8 
II' YES. EXPLAIN OIFI'ICULTIES 

.2_!~!!_1011 TO EORESS 

e DURING...!_ORI!SS __ 

0 SUBSEQUENT TO EGRESS 

•t.AT U§CD 
oo otvr. TYP'C AND MODE.L o,. c~r.CTION I 11 ME"T>lOD Or" 'IIIIHG $<.AT NVA 1'2 atDUCNCC or U<;CTtO'< 

Martin- Baker 0 PRIMARY 0 stCONDAR~ OTHER N/A~---~c 
11 POBfTION OF' SE.4T 0~ EJECTION tif , .... AT'JITUD& o.- N4Prfl.f.IVIR OP' A/C AT CXIT \8 A IIUI"~&.D 

UP J OOWN 0 FORWARD AI'T 0 OTHER N/A N/A 

•• ALTITUDE"' TIM&: 0,. &:><IT Cf~A I"· ALTITUDE Offt~iAAC'iUTr:. OI'<NIND 

:~~~~~~-~~~:-.. ---~ .0>< r·~:~:; ;, ~-J-R-:1:------- :S ~NT:;~:::";":~":~":":;:::";:-A~T.:~~R-7:..C-o:_o~~~~~~~~-~ 
~~ot known 63°F 66°F 

eftSERVERS FR<..A FLIGHT DcCK~·------+--~t:l£A~-------

ae DID INDIVIDUAL.. Olfi'ART ,. .. OM L.A,...OINO SITCl 

(If )"u, £>1•/.zttt ,AJUtt tmJ ArO/IIIfiU Ill' IO tUCUr) 

nNO 0 YES 

SECTION J 

I Q4lC O' L4 ,. TIIA~N•NG 

,., 
r~ A 

32 

N/A 
TRAINING FACTORS 

te WltiOttT 

21 WAVI; HI[IQHT 

2 feet 
28 VlaiD LITY 

lO miles 

LPc 4 ., y 1965 
c.JECTIDN EJECTION 4 1 ... , , nLS suRviVAL None 

~o:ay ToweR Not kno sEAT ·~~-""-'::-:~~~-------~ 
':"l-0:::"1~0-:T~><-:It:'-'L~A ' 0~ TIIAININD AN0/011 I[JII'I.IUI:NCI P'LAY A P'AIIT IN AHY P'HAU 01' THI8 Ml HAI'I Cl/111, ,.,.J.sltt/ 

r, ~0 Iii YES 

The pi l ot was inexper i enced in waist catapult launches . The last waist catapult 

shot he had ( a daytime one a t th t) was in February 196~ while on the previous 

M•diterranean crui se with VF-74. 

-

-



MEDICAL OFFICER'S REPORT OF A/ C ACCIDENT, INCIDENT, OR GROUND ACCIDENT - PAGE 6 O~NAY ff(P'Oitl 8750 1 

O .. HAV .. 011 114 :171110·80 ( ltCV. :1 · 8:1 ) 

SECTION I 

0 LAND L OTHER 

I TYr R 0,. COIIII&SS 

0 EJECTION 

S E 

0 B A ILOUT 0 UNDERWATER 0 NORMAL KJ OTHrR ($tau l)f'•J 
~--------------

X .2:.J:!.OT ATTEMPTED 

_4 . ATTEMPTED 

~ !HRU CAJ'jOP_Y __ _ 

REM ARKS 

IF YES. EXPLAIN DIFFICULTIES 

•tAT u•t.:o 
10 OIVI: TYJtlt AND M ODEL OP' CJitCTtON 11 METHOD o,. l'tRINO ·o&AT NVA L' ~ •.:out.NCE. or &:JII.CTION 

1.'-n_tin~.kn______ ~y L SECONDARY __ rJ o~_ER - N/A 
ta ,.oatTION o,. SCAT or• EJE.CTtON N/L 14. ATTITUDE o.-: MAt<~I.UVIflt OJ' A /C AT &JuT I '' • 
0 UP 0 DOWN 0 FORWARD U AFT 0 OTH~ NjA. ~VA 

L 

~TlTUDt;; TINt: o,. ... ,:;-;, rr.Tt WA -- t7 . AL..TITUD&: or ,..,...._CH\TIE OJtt.NI,..O 

~DOVC !_!~ UVI:'======-'80V£ TOI'O-'RAP•~H~Y".======-L------
18 Tlflo11t IN WATF.R :to TIME IN RAP'T 

N/A_ --1 -
NjA_ -

2!1 WAVC: INTfl VAL u AlA TE.M AA•URI 

Not known 63°F 
~- ~ £R••~rt • ACTO 

--- --
OBSeRVERS FRC, .. FLIGHT DECK. 

-
211 ..... 0 LOt a.- "t(; CIC EN ••rr - - -

Ql.l.._Sl..l.C.K... A NILEQAI.• AR_2A OFF STARJ1CM\RO 
_5ID.E_Of Sl:iie -- -- --
LV MI«ANtl 0,. LOC4rtNO aURVIVOfl 

-
NOT A22LICASLE 

••• DID INOIVIOU4L OE,Aft'f ,.AON LANDINO .JTC? 

(If Yu, Explain u.uon tllld J<'flllttt~t up 10 ,,cut) 

c NO 1 YES 

---

N/A 

I 
I 

I 
~0 

31. 

... 
--

- 33. 

---
3 .. . 

:ta. 

SECIIDN J TRAINING fACTORS 

ATIE Of' LA T TltAININO 

Nf' ---
21 WINO VI:LOCITY 

34 knot~"'- 270° 
25 WA~t:R NP~RAT 

0 
22 E 

NjA 

N/A 

N/A 

N/A 

NjA 

N/A 

-

LPc 19 Nov 1964 ~~~l~oN 19 Jun 1964 ~~~TioN 19 Nov 1964 suRviVAL 

2 )ID THI: LACK OF TRAININO AND/OREXmii.N~V A I'ART IN ANY PHA81 OF THI . .. 18HAI'f (If ¥11, np/aln) 

NO 0 YES 

10 '" 

N/A 
:t~ WAY( tt• IH 

2 feet 
-~ I 

• 10 mi lts __ 

---
-

--

Non•~----~ 

Not as regards the Radar Intercept Officer himself . 
pilot of this plane . 

See pa ga 6 of the t..CR for the 

lDI:NTJYIC.ATIOfilll Or' lhDIVIOU AL 
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LEE 1 John E. ENS US toll 
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PAGE TWO OF HCLCSURE ONE 

was engaged in a discussion of the exercise forthcoming with a senior officer 
of the ship's Operations Department and the sam disenchantment with the ex
ercis • was brought up; he became so outspoken 'that tht senior officer "pulled 
rank" and cei'lsed the discussion . After the ready room brief, prior to the 
fatal flight, he was unexpla1nably fifteen minutes ~tt in relieving his 
fellow pilot . He preflighted aircraft 105 and was being towed by tractor when 
the driver struck a jet blas t deflector and shattered the tow ba r; immediately 
he called for maintenance evaluation of structural damage to the nose gear 
and, justifiably enough , downed 105. The pilot and his Rr proceeded to air
craft 106 'Nhich had just previously recovered in an up status and was notod ""'' 
its linecrew to be rather agitated and blun t with his orders and directives . 
During the start and refueling procedures , 106 encountered difficulty in 
that po'Ntr hookup was interfered with by the cabh ' s coming loose and the 
refueling hose lost pressure . The pre fli ght was interrupted and the ai r craft 
taxied to the waist catapu lt (::o . 4) where the pilot ' s ejection seat safety 
pin was noted to be still in pla ~; however, no s igni ficance was attached to 
this because he r outinely removed the pin himself . Due to the confusion creottd 
by fueling problems , respotting from the No . 4 elevator to the waist catapult , 
and resum tion of refueling , the plane linecrew were unable, or failed~ to 
complete their postflight check list on the aircraft and were afraid to ruove 
about around the plane while on the waist catapult ; further, the night was 
extremely dark and none of the linecrew had been engaged in a night waist cata
pult launch rftcent enough to recall exactly what to do and when to do it- -in 
fact, most could not recall having a night F4B waist catapult launch this 
cruise . This is believable because ttere had been only twenty (20) such launches 
this cruise . All these factors led to an undoubted interruption in the normal 
sequence of qought pattern a pilot experiences at such a crucial tiru . The 
plane capttn noted that the pilot's seat pin was still in place on the catapult 
just prior to launch with the canopy closed (the RIO ' s pin had bu'1 re 10ved}, but 
again it v1as assumed that the pilot would remove the pin himself . :)aconds 1 rior 
to launch, a r cutine radio call fro~ flight contro l to the pi lot was not acknow
ledged and no transmission of reply was heard . 

All thes• ooservations tend to support the conclusion that the pilot was 
not in the proper mental attitude to control his aircraft to his best ability 
and , especially so , in an emergency situation. Reliable and qualified witnesses 
of the pilot ' s routine daytir.,e launches from the bow catapults reveal that he 
had a usual tendency to slightly over- rotata , but that he never had any serious 
difficulty attaining a satisfactory attitude following launch . Not considreing 
materiel failure , an unfamiliar and totally different catapult shot (as the 
waist catapult shot i s regarded by F43 pilots) on a jet- black, horizonless night 
is another interr uption in the pilot ' s usual pattern of thought and action. 
Add the possibility of even a slight over- rotation and consid~r the pilot in 
an agitated , frustrated and preoccupied state of mind; there is substantial 
reason to doubt that his reactions to an unusual aircraft a titude would be 
quick en~ugh to realize the situation and institute the prop•r corrective measures . 
~ext , consider the possibility of materie l failure in addition to the above 
possibiliti e ~, especially malfunction of the pr imary instrument at tho critical 
launch and rotation time--the attitude gyro (replaced three tirnes in the prior 
twelve flights of air craft l Oo} and it seems logical that with nothinr, 2rtcC 
l::ut sheer bl ackness , such a pi l ot in such a situation could only by pure luck 
control his plane and prevent crashing into the water . 

SPECIAL fJ.ANDLING IN ACCCROAt CE nTH 0 t.AV It\ST 3750. 6E 



PAGE TIY<E • OF ErCLCS~E ONE 

As there are days w ten o:;e should not walk out of the house or drive an 
automobile, from a mental standpoint, there are days when a pilot sh uld not 
fly an airplane . It is thecpinion of this investigator that, though it will 
nev;,r be known what the exact c;suse or causes of this a a:ider.t wert, this 
was such a day for this pilot and one on which he sh uld not have flown under 
any such circumstances . 

There is no e 'lide 1ce to be found that indicated an atte .. pted ejection by 
either pilot or ~ C. Perhaps there was not ti~e to realize the gravity of the 
situation bofore it ~as t ao late; perhaps the pil t or~ered his RIO to ej• ct 
and the la t ter "froze" and did not attempt to eject; erhaps the pilot did 
attempt to eject and was prevented from doing so y the presence of the safety 
pin behind the face curtain whichmould have been removed . This discussion 
represents conjectures piled on more conjectures; however , all are distinct 
possibilities and should and must be included in the investigation of an acci
dent where no one su:vived and where practically no aircraft componants were 
recovered br exar::inati c.. n. 

1) That waist catapult shots be assigned only to those pilots who have 
been thoroughly briefed on their proper accow.plishment as opposed to the bow 
catapults and who have also had a recent number of dayti rr.e waist sh~tc. tn 
reaso 1ably familiarize them with the actcal situation. (F4B aircratt) . 

2) That squadron duty o fficers and fellow pibts recognize the s igns 
oi fatigue , reoccupation, agitation (to mention a few) and recorr.rnend to 
the bearer o! such dia£ se~ that they not fly . If severe enough , the safety 
officer should be informed of the situati on and have the authority to ground 
with the co:rmanding off leer ' s approval. 

3) That a critical re- evaluation be made of the current acc:d~nt/incident 
rev.iew procedures in order to determine at which point to "draw +he line" on 
pilots who have had several accidents and/or incidents involving pilot error 
or flying technique . 

SPECIAL HANDLING I. A: ... OOOAOCE fliTH OPKAV INST 3750. 6E 



'.. "-71:. MJ\ Serial Nl!:..bcr 2-65. J 26 ~~::ver..bor 1965, F4I3 mmo l)LL 10. H1C't 
N. \ .{FqEDJ • 

F'light Ext eri..:uce nl:sur.o' of LCDH 1·:· NJ-!\.F,DI 
(La3t Five yeur ~~rioe) 

T" - -

CO!·lM.'.IIIJ HODEL !-1..!0!1 T CV IDGS CfE'Rf. '?~ONJ.L/ 
D,I.TE £.rr:.cr<.ED ___ y_r;_ HOTElS D1 Y/rriCHT nwn cmr~"Y 
1·~.1/NOV 6'l VF-74 flJ3 530 1'28/61.. 01 EiH.nu:·,~:.. 

TF ·9J 5 0/0 C'fEfJ.TIC1:·;.L 

iiY" 6, I V/- 101 F4B 138 1%6 ca .. P 1. :-rc·' ·, L.. •• J -' 

?:::E t4 TF- 9J 10 0 0 01 f·:r·t.'l'ICi',\!.. 

J:.JL 63/ Vt,-4J TF<)-F- ST 15 0/0 OF!'!') NITON,"J. 
!.t.rr 63 

AUC 62/ !Ji, V'.! ARCCL T2V 11 0/0 P:!iOFICIF:ICY 
JUN 63 TC45J 26 0/0 :~:-:.crrCIElJCY 

T~:t 35 ojo I ...,OFIC:C::NC! 

.JAN G1/ VT··2:, '. ;~;J 38 0/0 OF'Erli.'i'I0Ji,r;, 
JUJ...r 62 C!JV,~N'l'Rt'.: r :F-8'!.' 165 0/0 OIFATION.\1 

. :!L 136 0/0 OI FPJ, Ti:OlJ:,l. 
T--.3e 1 0/0 OrER;, 'fi01l.'.L. 
T- J!, 25 0/0 CFi':Ri.1'!mJ;.L 



Statecent of - A·.N , Plnn~ Cc.pto.in of A/C 10) , 
concerning IJJt serial ~51L, 26 l!ove:nber 1965 , F4B, EUUO 
150410, hl t lifi:'FREDI. 

On t,l.e r•ft:!li:-Jg cf 26 llovenber 1965 while I was I:".l!nnillG 1./C 105 of \othich 
I 3.. Plane Ccptain, I t-;cs inforoed thr.t it would be going to the fli£ht 
dC:CIC . ..fter 11rrivir41; o:-:. the flight deck , the circraft wn::; s;>e~ted on 
el~·1ator no . 4 where it •,;as preflighted, turned up and che,.; .• d out 1:-y r.n 
air crew. f..fter ::J~utting down , the A/C \-IllS tm,.ed to the no . ~ ct.tup.:lt 
\:here it lro.s set up on Ch.P corxh.tion ll . Shortly thereaftl;r LCIJR :r..NFEEUI 
r.nd E:~S :lliE rcllev~d the aircrcw t!~nt was renning. 

Approx.lr.ll!lely firt .. een ninutes aft~r boing spotto::d 011 cctc.pllt no . 4 and 
n.ft .. r belng r.l£i.rulcd by U"u.'t i-tJ ... FREDI and :ENS .ID.:, A/C 105 w<::.s towed fon:ard 
• nd r ~?ott.cd behind no . l. catapult , nose pointing to th<- port side of the 
or.i..p . ~tnothcr F4B ~.,.c.s tr n launched f ran no . 2 catapult . ..ftor the:! lat:.nch 
:.jc 1C'5 wr.3 towed toward no . 2 catapult to set up for Ci..f' Cor.a t~on II. 
LCDR J.U;flfl'..EJ>I tmd F.!fS tEE. we:.s still in the aircraft at this t.i: ... . Enroute 
to the no , 2 catapult , the tractor to~~ng A/C 105 ran into e partial~ rai~d 
Blust Deflector behind cc.tr.pult H 2, shuttering the tow br..r . l.CDR HJ,NFP.EDI 
told ne to got 30!l0 maintenar.cc oen to in:;pect the nose strut for da.::~age . 
The aircr aft wc.s thon novcd to Elevator fr 1 c.ro tied do,m. l.COI, MJ,NF'REDI 
and E11S lEE left A/ C 10 5 at this t :ir:lo • 

Thb ~!J.s again .Javed and ::potted on Catapult //2 where LTJG 
nnd ENS IIIIIIFAtm~d it and it w~s launched . This ctatc~cnt is correct o.r~ 
true to the best of rv lmowlcdge arrl ability. 

The board considers the above stat 

SF.:C!J.L HI !!UUNG n.~~ll-' IN . ..... 

lf'l 1'~1:-:lt" /'JJ 



S'i'A'mmtrr at' LT ~ _.l310. Wll, COICZBlllO VF-74 

AAR smiAL IJ~~JtD .. WNO 150410, Pll.O'l' MA!iiREDI. 

I flew 106 the cycle prior to the accidor&. The aircrart. was thorrughl,y 

pre-ni8hted ani poet st.&rt choeke were ca:~pleted with m diaerepaocies. No 

ilnportant; diocTOpancic..s wore noted during 1'11ght or att.er landing. Prior to 

ehut down &ll eleet.ricnl equipuent. was turood ott and stabilatcx- trim was 

returned to botween 0 and 2 units nose up. My post tlight check rowaled 

m major l eaks and 110 structural d11118.ge and I declared the aircra!t ea!e 

for turther !light. 

I was des~'ted a naval aviator on ll October 1962 and have 1263 hours 

total fllritt time, ot which 12.30 houre are in j et t1PO aircrat't. 



S'f A'l'OO'lJT Ci' !l;DR---~1310 .. USN, VF- 74 M/,I NmiANCE OFFICF\1 
0-~'.NCJ.RN:; trr, VF'-?1• ·~~lOVE:.E::r, 1965, F/•B BUNO 150410, 
?ll.(ff M:.~JL'X'.•a.ll. 

F4B BUNO 150UO, :.; i de number lOo, was properly inspec t ed in accordance 
with t!I.Vh'EPS Vaintenence Ro:qujrauent Card St:t. Ol - 245?DA-6-l and OI- 245FDA-6-2 
for the h o p revious flights of the~ day . A dtlily inspecti on had been 
perforned in accordance wlth the Y.RC Ol- 245FDI.- 6-3 after the conclusion of 
fl.rins on ?~ Nov ember . '£he engine Qld airf rames post f light inspections were 
perfonned with the exception of con:plet:ing a visual int~pecticn and check of 
lelding and treil.ing edg~; ~laps on the pent wing a ft er th e f l.:l.p3 wer e ex
tended prior to launch . /,. co!!ipleta pos t e.!'ld preflight i nspection o f U'le 
aircra ft wns not conducted by th~ plane captain and t~e second mech due to 
t ho t c:ll'po of operations M d th e difficu l tiel5 encountert:.d in r e fue ling Md 
Nspotting the air craft . There were no out stand ing diocrepo.ncios that pre 
ven t ed t he aircr af t from heing considered in all r espects r eady f or fliaht. 

The follow:ing Ur gent Action changes had not been i ncorporat<.'<l in F4B BUNO 
150410 : 

Nurober 

ASC B6, Part 3 
ASC 136, Am 1 
AFC 157i. 
/.FC 171 
J.r'C 177 
AFC 178 
APe 185 
J,FC 209 

AFC 214, Pt2 
J.FC 221 
AFC 241 
AFC 243 
AFC ~6 
AFC 21.8 
AFC 259, Pt2 
,u;'C 265 

AFC 272 
AFC 2S5 

Nvme ncl.ature 

1-lodi.fication of 35 . 60 pur•cent wing o.wd.Utu·y beam 
Replacemen t of angle of at.tt>.ck transmitt.cr 
XodUicatj on of s t ab:ilator powc.r control cy]indnr :..sser.,bJ.; 
Rcde~ign of t:.xtapult holdback installati on 
Ins t alll'ltion of a ltil:te t or set AN/APN-141 
Rain re~ooval ;,.rd 't.'in:ls!li ~lei t eoperaturo i.n;prove~"lts 
Rel ocate 1>.-:i.ng t11lk drP.in valve 
/.N/;.JB-J COI!Iputer set; ins t a llAtion of two txiditional 
con.1ect.:>rs 
\':ing P'jlcn support, fitting; nlOdification of.' 
R.eplac ~:-:ent c:£ inner wing cm t er leading edge BLC v:1lve 
Provi3i.::.:1s for 20 mm gun p::>d :installation 
Af t canopy blackout curtain modification 
Replacet:ent of engine oil tank over flow llne 
Addition of ce.now sdt:etor vclve gua ro 
Icprovement of ce.:1opy control system 
~~e b'l_<! .,.;i ~i~· ~'.he: '· va lve, r /N 3BCXX> series ; 
t10'I j.flcat.ion of 
Ch<..nge for pair firing of r ocY.ets 
RT-546/ASQ-19 ~ir~ng corre ction 

Chronological hist ory of F4B HJNO 150410 a"ld maintenance po:rfomed on 
aircraft f rom 10 previous yel}J:)w "B" oh(;Ot :i prior t o th() accident i'ollm-15 : 

!o!onths in service : 37 
•tonths t his tour: 6 
Totcl ni.rcrnft hO'lrs since acl! epte.."lce : 1026.1 
Total aircraft hours this tour : ltllo2 
Completed 2nd ?rog ressh-e air o:rmt rewor!c (otLR ~~;.s Che rry Pain~) 24 M3y 196S 
Accepted !rom H&MS- 24 SU#1 18 June 1965 ( aci!ClptP.nee i ns}X:ct.ioo pu'fo l1!Ed I..'f! 

lAIIt mjor :i.n15pection c<ll:lr.leted 10-21- 6 5 
'l'ypt inspection Odd calt.nda~ I!:ll.jor 

.BJ\'Ii.?S II~T 4700.2A) 

Total flight haul'S since check: 35.7 
Total time on installed er>~es : 

Po)J't (1.01717) 151.6 eince new, 35. 7 since inBt.allBd 
Stbd (401101) 221.4 eince nev, 35.7 since installed 

Total mmaber 01' lanciinga: 8)6 
Tot.&l. arreated laD11ngs: 88 
'1'otal. &rreated lao11np aiuce c:h.::ck 21 



History of maintenance discNpancies from 10 poevious flights am corrective 
action token in inverse chrmologicn1 order. 

Duration 
~ of flight Discrepancy Corrective action 

11-26 1.8 no gunsi.ght bl.lb MI.F 1653 still outstanding 

11-26 1. 5 None None 

11-24 1.8 Radar : 

11-24 No Fly 

11-22 1.7 

hand control box ino~ reconnect ed loose plug 
stayed in 50 mile - no action 
(full & half) 

10 mil e sc..>pe too much gain -
no ~ - coulrl not bit X 

stbd fuel flow indicator cSJOO 
out on cat shot - just p ushed 
back in 

flight controls not rigged 
correctly-stab aug off trim 
A/C , \otlen engage stab aug , 
ball gpes out to right, t rim 
A/C w"ith stab aug engaged 
then disengage , ball goes 
out loft - ala-:> have to tr:iJ:l 
aile"!"Qn t o get 1./C to fly 
strcight & level 

AQber approach lite out 

bus tie lite crur.e oo one 
tire in flight - cycled 
RT gen and got bus tie 
closed - stS¥ed out r est of 
hop 

on l eft boost J1llllP te st •on 
pressure indicati on 

feed tank checks as before at 
landing fuel wei ght internal 
reads 500% more t han total 

AJB j itters in p1. tch and 
does not track BJD:)Ot.h]¥ in 
AZ during turns 

pitch trim indicator 
indicates at least 1 unit 
less than tbe actual trim 
setting 

radio receiftl' apparctl,r cute 
out intend.ttctl,r- enenl 
tnn&lliaiaae wn aot receiYed 
Clll chamela 5 • 1.6 

set up rite rates on RI O 
scope 

tightened indicator panel 

checked rigging of basic 
controls - edjusted A/P 
using elect & hyd power 

replAced bulb-pa.rer 
checked good 

pilots info 

found l oose connection on 
test I5Wich and repaired 
checks good 

recalibro.t ed entire 
system - checks good 

replllced AJB-3 gyro
power checks fPocl 

adjusted trim indkator 
to match with ot.ab -
adjusted rod end on stab 

remncl IDd replaced R'r-
546 power cheekad good 

SltCUL ._,LDGIIQJ.lllll D MXJOIDd3 WI'IH PAil. 66 OPIIlV IIB'f 3750.6'1 
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11- 20 2. 0 

11- 18 1. 7 

ll- 18 1.9 

ll- 17 1. 5 

bit 5 COI!linueliy breaks 
l eft 

bit 6 no mg gate 

B sweep 3° L RIO scc)pc 

see t gs in 25 ciles 1 l.ooae 
ln 10 mile 

8 awe ,:p very b1·ight 

ve~ weak detection 

l ock on t gt, B swedp d rift21 
off to side - VC changes 
l ock light stays on 

ADI jitter s & jumps when 
r olling out of turns -
diminished as timt! pr o
gressed 

console lights c~~pletely 
out 

Stby CCI:lpaSS light bulb out 

!!one 

feed tank r e ads l8f:IJ/i on 
;;:;ge/2200 ta~ 

Hone 

atljusted PUG 

adjusted ee rvo valves 

:set up "B- bias and 
rite rates 

set up 11D• bi&D 4nd r i te 
rates 

adjuste d L lOll 

adjUZ~ted aervo valves 

rcpil ced AJB-3 gyro 
power checks good 

removed tc repla cod !'uec -
checks good 

replaced bulb - power 
checks EPOd 

None 

recalibratad entir& 
sys t.e!ll-checb g.:>od 

Ncne 



Statement o.r 
Airfr~s Shop, -rnce~ 
F4B BUNO 150410, ? i.:ot Y~, 

- AMH-3, Troubl eshooter for VF- 74 
~lk, ecri.lll l'll.ltlber 2-<>5A, 26 lk>veober 1965, 

I was on the Bow .~h(:n A/C 105 wav recovered on the night. of 26 Uo"Tel:lbcr 1965, 
A/C 105 trucied t o the b .:M ' .. ~ere I checked the BLC and fla ps prior t o shut down. 
1 ;x>stfll.ghted A/C 1D5 nt this tine , tlhile I ~:as postflight checking A/C 105, 
A/C 106 l!lnded ar,d was ir.lcediately spotted on elevator #4 . I ran to A/C 106 
and c hecketl it s• Bl.C anu fla ps, havinB the pilot. cl ose the flaps prior to shutting 
down t he engines . J../ C 106 checked out in good s tatus . 

At this ti::uo I was inforocd of a broi<on tow bar ir¥;iuent. i nvolving A/ C 10.5 on the f onrard i'14';ht deck, tl.!lC! was instructed to check out s ame for possible Jacage 
to the nos e strut. I inspe::ted the nose strut and found same u~ with OJtcop 
tion of the nose jack pad safety wire which I re- safetied . LTJG 
preflighted ani manned A/C 105 turning up same. The A/C 105 remained turnins after preflight control check so I r~'\inetl •.dth it on catapult /12 assum.l.ng it wns 
being lilunchod . 

Unknown t o uo# at t ho t ime I was sto.ndinit bl A/C 1051 A/C 106 was turning up or. catapult #4. Immediately after A/C 1C>; waa launched I r an a.tt . to A/C 106. 
vlhen 1 arrived A/C 106 was being taxied over the shuttle. I raised the nose etrut 
chocking the uniar s ide of the aircraft . Te~-,1on was on the hold-back bar and I 
checked BI£ srul leading and trailing edge flaps on the starboard side of the 
aircraft. I did not have ti.l:le to check the port BLC and flaps prior t o launch 
becau~e tffien I completed ey inSpection o! t he starboard side, tho aircraft wnt to tdll.t.acy R. P.K. The :sterbo&rd eide c he..:ked out good DJ¥! I stopped clear of 
the aircraft just pr ior t o it boing launct-.od. 

From the time A/C 106 recovered fron ~he provi.ous f light to tho tilm i t wa.s 
launched , due t o cirCUJ:lSt.ances beyon:i ~j c ol'ltrol, I tlid not have enough til:lo to conduct a proper Post Flight of the aircl"\ft . 

This :Jt ato;l -.nt is correct and true t o the best of rq knowledge am ability. 

Tho board considers the a~ eta~ent credi~ble except to~ the ~eference 
to &ircr&lt eide numbe r 10' in the ~ lrst part.graph is in enc-·· because t hat 
a.ireraft was spotted on the number one elev&~or, engibes no~ t.w"'ling, when 
&iraratt. BUNO lSOUO (aide ~r l Ob) wu re~red. 

SPECL'~ IWIDLINi RU.UL"U) IN !,CCCimt ... ~U .. I'I'H Pi.n.. 66 Of On\:.V Ili3'C J750. 6E 
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St.ateocnt. or 
VF- 74 AliR 

ATR-3, Plane captain of 106, concerning 
Nnvr!nhAl" 19651 F4B BUNO 150410, Pilot MANFREDI, 

Aircraf't 106, cDJ:Ie in a t npproxi.cntely 1800 caught the Wire and turned around abelll'il of the islard and t axiod t o elevator number 4 . z 2/Y end I tied the A/C down along with t ho help ot the blue shirt a . LT •nrl the RIO l ett t he pl.nt¥3 and we started the postfli eht i nspection. As I checked tha airframe and hydraulics , my 2/M start ed the r efuelir.g procedure. I went to the nearest deck power cabl e end dragged i t to the plam . It was too short aJX! I put it beck into the deck. Ono of the fuels crew got an NC~ for powt:r. At this til:B LCDR J.IANFREDI and ENS LEE arrived at the plane. My 2/M helped the::~ etrap in aJX! !.CDR MI.NPREDI took ove r the N)f'uelirlg in t he cockpit . t.t this title the fuelS -crew l ost pres eure in tho refuoli.~ hoso . This de layed the operation 10- 15 min. The n the hose r egained pressure , but the yellow shirts gave the word t o break it ciawn and finish r efUeling on tho waist cats. We broke the plane down 4nd. moved t o the wais t cats . I got a powel '"9.hle and we resumed r ef ueling. 

l.rter a whi l e ; checked the fuel gunge on the CTR and it wo.s full. I checked with l.CDR MANFREDI and he gavo me a thumbs up on the fuel signal . I noticed that the pin bae was lying on lCDR MAJWREDI •s sboul.der. The !ace curtain pin was stiD in. I didn't t hink ouch about i t , as LCDR H/,NPREDI always p.~lls it biJ:IselC bef ore the cat shot. 

At this time, P/C for 106 wns called for at flight deck control. They wanted to know what the refuel~was. I explained and left to go back to t he plan! . 1\i"hen 1 got back ~had the engines started ard was ~lling power. I buttoned up tho electrical door and the tractor left . I turned on ~ wands but the yellow shirts gave the signal to break off the chains. The A/ C was not checked oot before it loft. Wo broke ott the chains and walked to the catwalk above VF-74 line s hack. I walked from tho catwalk as it went off t he catapult . I lost view o! the A/C as it passed the Island. Froc wtult I s11w it appeart>d a norcal cat shot . 

This statement is true and correct ... . ;. . -e. 

'lbe board considers the above statement creditable. 

SPECIJ.L H.JlLI..I.'il n:.;.uL:,__D D !.CC.:iiU:rJ.JC& .r::TH P/JI .. 1.6 OF O~.V lll3T .3750 . 6£ 
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Statot::ent of 
VF - 74 AAR sc 

, - JJAJ,.N, 2/M on A/C 106, concerning 
r:ovctlbcr 19il5, 1-'40, l:ll/NO 150410, r Uot lt.l:.~ru:.nl . 

x rcr'\ft 1C6 r~.-turncd !'roc a hop at arrr.oxiz:r.tnly 1.800. !.T - Ha· +nt> 
~ Ycllo·.v s.1irts !l?Qttcd 106 on #4 El v t.or . Hlot and RlO loft. plan. . 
llllll sturt d post!lig~• i~puction ~~I clinhcd into cock~it to set up s~..~~s 
and rucl k./C . LGD •• MA! PREDI a!lrJ i:.!S LE:!.i rr.!.vcd at tho 1./G 11t thio t J... • U:CR 
~"';:WF.EDI h<lll! :1 oo t.iS gear a:U I .. et 1p his s at for hin . It soc::od to t..~ they 
wcro havir.,: 1.rouble getting po~rer to t!':e plano. LCOit lit:li~A>I "'anted J.n n: s 8t:at 
at tM s tL":lO . I got cr-t. end ho get i.. . : .~ nt. back to help E!:S lEE :;trap in . 
I pulled his pin :.:.d ha!'rl ... c! •• .:.:: his g. v . I thon .:ont to tho p J. t.:.~ cockpit and 
csr:ed U:DR ~:Ul:i'.EDI if he H:::.nted ce t pull hio> r' n . Ho naid r. 

1 
h& wonld g t it 

hi:lcclf ll:"ld thlt ev..:ryth.:.n15 1.-::.s OK . l. £Ot d .m. J..t this t~ thE. fucl3 cr ... ,( 
lost pt-.sstu: c. 1.n their hos • It was about 10 or 5 r:rlnutes be fora they got th 
pressure back . ..s soon ll tht.y got the press:.u-c oack, the yellow shirts gave the 
word to t,r ::~ th p~;.,"T1 am said that they would finish refucline tho plr'lnc 
on tho wc!5t c~ts . lllllll ~nct I broke the rlanc dohn and they ~oved it to the 
waist cAtc . w ... ti d it dCMll agr.in. 1got c power cablu o.nd thu 
r c:>sw:cd fuel i!'lf . I was standi.;g by wntching thu refueling opu~·u• .... v'"• 
checked tho gm.go on center lillli and told l.CDR MWFREDI it was ful 1. n 
pulled power cable am ffitt 1ft back in catwalk . At this til:\u P /C 106 was called to 
flight deck control . 1 •• 11:ent and I stayt)d thor u. Then a tractor Ca.CIP. arxl I 
hooked it up to A/C 106. /,bout 5 ninutes passed . There scaned to be a lot of 
con.fussion ru:tong the directors . f.. yellow shirt then told D\J to brtJak the 
trnctor loo3o, that t.htoy ""rc t;olng to cove the pl.Llno to t/2 cnt . I broke it loose 
ar.d th0y hookod it up to the towbnr on tho pl.Llr.o . i.t. thut t.L":X: th~:y announced 
over t.ho l,Mc ttmt they wanted tc 1 "unch both F-4 ' !J . Thoy brol{O the tr.:J.ctor off 
the tow bar am put it beside the plane aeuin . I hooked it ton~:.: .~ «eain. .;.t 
this tioc I turned up both engines ar.d broKe the power off . ot back at 
this ticc . He but to~d uo the po~-rer door and I got tl:e air door . t"Jrned 
on the wands and stnrtcd to give a check out h>Jt the ycllO\I shirt.s loit.re giving ~he 
s.i.gn to break 1t d ... '11. \',e too~: off the chains an.:i "-'lllked to t.hc cnt"'alk abo\1'0 
'IP- 74 line :shnck , Th p~r did get chcc.l<od out before it lett . :;: went 
down to the lino sh!lck Uld - stayed in the cat.10alk . Tho nuxt I heard the 
pl ane '1•11.9 in tho wntcr. 

This stataocnt is tru~ and correct to t he best of ~ knowledged . 

The board cons i ders tho above statement credita bl e . 

EI:C!.OSURE ( .29 ) 



17, USld , Cu r.~.llt , fficcr , c nt:C"':"'Iing 
vumor l~o5 , F4B OO.iU 1501,10, Ltlo:. !'.A • UI 

,.t, ap •• ;dor.tclJ 1 C.,O. , f4B SiJ~.: t:o. 106 .ms apot.tt..! on ~: • 4 ~tc.i·J.- ~ c. 
CO:UITI !: II c:u . ..t 11-->J ~n :lll n !io • .3 c~t.r.pult. \.aD CLC.l'lCC fo .. lL.t!.l"h . 
1..1 ";Jr ~t Jy 1925, r/J! :· . lv6 w::t"' stc..rted for ln r.ch b\:~ wns c! lD;t£< f ,. t:. 

sh rt tit~ whll tht.: Ell .n N . 3 Cnt~fi.Jlt ..-:~.s ~ vOC: fcrW'lr I. :.rtcr th<.l or 1cle 
t.cnsioro ! , rl,' r • lOu 1: nt to fulJ pow r r.nc. oirro led 11r~cy !.o :Z.. '-'· ·n" 

'l<.'it'1 ;:i roe li.Vlts on. ,'!,c Cntr.pult 'n"nS .!'l.r-~ ~:ith c. non.~'ll ::tJrokc am :." . 1 6 
.:.pp.::~rod t o r.\'lk a r• r .-.1 tr"lllsit icn off t:u, 2 :.ler...t..or . At this t. r. I ·!i
r .. ct..cd ny -.ttcntion to the (!t.:ri · ·1111· 01 : .• • J C~tc.pult .for aircraft. r t.<:OIIt..r.Y . 
:r..,t..h1rG urnwual •. .,.~s ob:::erv1..'d '.lP to thi& po1.nt,, . 

Tho followin,;; tlo.t~ ir. .,ub:ti.t.tuJ con.:orni111~ tho l.c.unctl: (C't W,\TH:ST 3750. 6£ 
P:1e 33) 

,\, ;, • 4 C.:.t..:.f'llt. \·luist , cut~IC.'\1-d 
... ". 1 ~ kn ts cruzn,.t,;:J . ti. C. D. 31. kn,jts , .355° relctivc 
r . n..llc No . 6089o4-l 

tlolub.-:r.k tlo . 609'!89-J. 
'!\;.:.oion B..:u- ~:o . .>CG7•J8-l 
7 /El 11 '!:rlor. ?. ?-

D. un:r~r-J Lcr.:t 1~: "2ye r ~ • ·,n! 1/, t . 

E. !:j;, 
F. : • .:.rk 2 .od 0 ::!ri .:!.P. :.:-red r 

Totr..l. Srielc ,,.,.:1_... •. : 4,.~Ft . 

ri: ry Er.:.kc l r ... ::ot:.r~ : 5r•J 1 .. ;r 
N/1.. 

II. (,hoto)l!/A 
J. . Deck equip::JCnt c.:Jr....,l.t-1 1~ : ., r::.al 
,1 . Uu:-..,cr L:".unche3 Cn Bri~l( : ?.8 
h . Stoar1 l'r~.:ssura : 540 I SI 

1 \::!3 <!csi "!l<:.t"'u a r:a-: .1 :. viatoz· in 
tine, cf uhich 2JOO hours ar ... in jet 

~~10 hcurs tottil flicl~ 
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STATOO:NT CF - 1.310, USN, COtC'ffiNING VF- 74 AAR 

SERIAL !itl'fBm 2-65A1 26 K>VF>U\ER~ F4.q , BUNO 1504101 PILOT MANFREDI 

On the night of 26 Noveui:ler 1965 LCDR MJ. NFREDI am his RIO, ENS UE, 
were in F-4B BUll) 150410 spotted on th•• rumbe.t....!2,ur catapult, USS FORRESTAL 

in CAP condition ll . Myself and my RIO, bNS - were about to relieve 

!.CDR HAti'REDI in 50410 at 1930 . 'We dt>parted the r eady room about 1910. 

Upon arTiving on the ~ht declc we were told t hat 501.1.0 was t o be 

launched at 1930 and that we were t o m...n si.cto number ~ 00 (BUNO 152285) 

which was s potted on l'li.Uii)er f our eleva• '>r . Thi:s we did . 

Abo.tt launch time, 1930 , I bed etuted ongitles am .,.1as going through the 

complete pro teke-otf check rout im . During this time I ~<ms pointed 

diroct~ at the area of the number three atrl four ca tl'.J'll.'.lts nr>d ther efore 

observing the happenings ther e . The Catapult Officer "~s atte'!lpting to 

laurx:h a FUDD fr<D cat three at 1930 . For s ome r eason his efforts were 

unsuccessful and the FUDD was taxied f orwa rd . I then watched 50410 propr_.re 

f or the launch . The wings were spread .:> nd flaps extended .full down . I 

could not see the port flap but th.,; s tarboord leading am trnili.ng edgo 

flAps were f ull down . The aircraft wn:s taxied over the shuttlo ani tbl rose 

gear extende<i rori!Ul.l..ly. The bridle was appliod t o the cat hooks an:1 I saw 

the director signn.l. t.m pilot and cat crew to tn.ke t ensions . Power wns 

itlcr!Ulsed t o what I consider wns full military . The noise wns so intoMe 

I hntl to press the sides of lilY hnrc hat together t o stop the vibration in 

ey oars. I f eel certain that t he e11gines were at full power . I was 
lllmost t wo hundred f eet f rom the t ailpipes ard ey cur s were hurting. The 

director turn~d the a ircraft over t o the cnt officer who pickud it up with 

the rotary motion of the green wand. Visibility into this aron was vory 

good because of the llll.'.31:. mountod flood lighting and flush mounted r ed deck 

lights along t ho cat track whl.ch refl.oct on the urder surf ace of the air

cr nrt . 
Ve ry shortly after tho cat officer' s g reen wnnd illuoinated, the nir

cr aft1s wi~ ard tail lights came on. The cat officer t ouched the deck 

with t he warxi am t he cat fired. I watched th~ aircraft acce l erate down 

the cat track. The shot Wll8 oonnal in all r espects . As the aircraft 

rotated off the angle , it pessed f ran my i'ield of view bohi.nd aircraft 

parked on the corral abeam the island . I did not actually see t he act of 

rotation. I .felt the launch wns completely nonnlll., I was not conc e rned about 

it a.rxi I wont rock to tho business of c hecking my own bird . 
A short time passed - I have t hought it ovo.tr very carefully aJX! I f eel it 

was between t wenty arxi tlrl.rty secorxis - atrl I beard a r adio t r anslli.Ssion on 

button 14, depnrture frequency. The voice wns quite frantic, panicky, yet 

the words were fairly clearly spoken. I a sked my RIO over tho inter com 

what wn.s s nid . He said "It soum e:d like I t alian or sooothing . 11 I sa id, 

•No it wasn't , it wna in English, what we..s sa..id? " He snid, nrt sounded like 

some one st:dd We ' re in troublQ, we ' re in trr>ublcl " I t hen s a id, "It sounded 

l.ike Level your wine;s , level your wiflts l " 
Whntever wn.s said was sa id twice . It wn..s not the voice of the pilot 

whom I have heard over the radi o over t he past year rud 11 hnlf . I r eel now 

thnt it was the voice or the RIO .u I bej i evo 50410 and ourselves were the 

only tw-> lli.rcr a.tt on t hat channel at t hllt tiDe . The dola,y in launch of t he 

FUDD hl!d allowed anothEir F-4 launched fra:1 eat two plenty of timo t o bo

c<DD airborne ani to have :ndtehed t o his c ontrol t"requonc;y . There were, I 

believe, no othe r aircr af't l.t:unched i..aledi.nte~ proceeding 50410. lo 

airbor ne aircraft, from ea r liEJr launehcs would have been up on derx..rture 

\. 



il.s to the eo!Xlition of tho aircraft. 50410. I had tlown it tho aema cSa.J 
ot the eruh, &ctuallJ" the secoJXl flight provioos t o the one which t ominated 
in the aceidont. It vc.s a good bird. 'lbo stability ~ntation syst01:1 
bad been gi~ tho flight pr&vioos t o nino, by I.COO M/,NFREDI I bellw, 
spec1!1eally tor an cut of tr~ eoniition 1n t he yaw ehannol botweon 
•stab aug on11 ani "stnb aug ott." t1le control system hamoey and respoMe 
I oxperiellcel.l wore excellent. On rrq ! light 1 thero was · ooth:ing lfl'On6 with 
50410 nDd I r eported it in an •up11 st~tuo on ey roturn. 

I was designated a N&\~l Aviator 20 October 1948 and have ~533 hours 
totnl f lig!£ t ice, of which 1531 hour8 nre in j ot 



St&temant of i..US 
VF-74 ~~ serial 
Pilot K .NFI\hlJI. 

1 
u.-mR, RIO o! A/C 100, concerning 

November 1965 1 F4.B, BUl;() 150410, 

I was in A/C 100 on condition n cnp at t.he tilne 1./C 106-wns 
launch~.:.! . M,y A/C was turned up and I was monitering button 1/U.. We 
"roro spotted on /14 elevator. 106 was fired froo 114 cat end went into 
n shnll.ow st.arboord turn acr oss the bO'Ii of the &hip. My view was 
momentarily blocked b7 the islAnd structure then the A/C ce.me back 
into Tiew, still in a star board turn, on t he starboard oido of the 
island structure. Altitude was 1001 to 2.001

• I turned back toward 
the flight dock and as I turned heard tho following transmdssion: 
"We 1 re in trouble 1 We 1 re in trcuble 1" My pilot thought the transmission 
wos, ''Level your wi.ngs 1 Level your wings!'' At this time we war e not 
nwnre that the A/C had gone into the water, 

I was designated a NFO on 15 June 1965 a:~ have 230 houro, o! which 

180 hours are F-1{ tine . 

SAtCUL HiJJI)J.T:It ~IJ'T.R•,J) JJ1 J.U!O~K lolT'l'U J>NU. (J. Cfl •U'IiLV .DL'lt' ~154•.tll. 
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Fli'"ht. n ,.·. c :1cerr.ing 
oo:i> 15<4 1 '-J 

I :J t lC t'ilvL () . t!;e Eln or. "-i~e n•WI."c::r two ea.tarult at. t l I' tim:! or h~ 

1\CL ,!~uv 1 Z fir:;w ...,.'\1 t.tle <Ub,•cct f'+B &S it. loM!!Ot bJ 'l)y port &ide :>£f ~n" 

wn .... st cAta;>ult . t ·t:~ tU!e, I •;1.s:t ' t sur..: whether h• had t-c.ltf'. :do" 'loiL"

ca•~~~ut~J tn trat h~ sceLod to h~\a ~Jrfi~ior.L flying SpGcd ~ contr~l 

o !' t"c ai.:-crA •t . 

: ti-t ~r. lt.st f'i~ht of hi.:l f· r ~USt a f'"W G'"Conds while taAiing .i.."l't'.? 'r 
ho::.1bacK. H ... ·r-'t.e ! r.~o u:~ .fie.!.<'l of vi:fi..:.·:~ en~ again a. i1- cro:.so<'d ~ t !'-r 

bCA-~ ~u~t a}tC~ c; t.b s~i., . He l:ad cEml- ·>.i !.r.itiallsr t.o 'll'! tlt.i':.ud ,..• qt-out 

5·J ~ ...... a~ove f!ir.ht de~' v•' ~o>f.:~~ .... ~tart~ a sh'lrp rol• t n .,•n··').> .'Ci . 

c-ntc•:.:'s ~he ... ~· r in w~t llt>pt>«:el 1.., be a n:;,:Je dow-1 attitl.J". t. w~s 

a c1 w-l- !J ~ \'C:J' c!:-.1 1• n.llt A'th nov sible hrJrizon, t.heref_,r' I l-'llS •m'lh~.c

to .. e~ h::.e eXAct at.\.i\.t:do. lklie'Ver. ~udb!-~r "\':J the m:)Ven:~nt nnd position 

of h\s :-·t."l"li.nf: ligh•, 1 t.<> s -::e=:E-d t ' :,!lie , vl:;.ed ._~:-ot.e;, mor ~ than 90 TJf 

ba .. .!:. 

~~~ oo:1 as the ... i r..:r~f\. vani.ehed f::"tllll ei&"'t 1 I heard GOIIl:c.nc on the 

racllo s:?y .J -c· hing to the cffoct the~ an aircraft had ditched off tho 

:Jtnrt.~rd sici<; . tJe wrre rx'"..: ~e:rl.ne both charu:cl 11. &n-J 15 fl~cult&nco\Uily 

ard the to" r (ch . l5) WP.s '..t~l.!:ing wi'.h inb~und aircraft of~n. after th' 

initial report of the dikhi.n~. I het!rd no other radio tr&..:;.'l'li.ssions 

concerni.. the ec,.;;._rt~"nt Q:'lo .1 r.er--d ~o transm:i~i~'ls prior •., lhe ditching 

\ .. ich 3o·.L."lded as if it. c.o!:te Irc:n t ile I-,..a. n. itt poss1.ble , however, that. 

1\r.- • :-i"'t trans::U.!sion "l.".riC ty tl'le T4B could have ~h dl'owneJ out. or 

ovt..rrtdd n by the . ... <l 7 ~.-'lfiic on ch~l lS . !'here were no !laches or 

lip~t in.!icc.ti.n.l; 11n ex;0.C'I'lil)n or ~ttempted ejecHor.. An inspeetton of our 

aircraft N ·,e:.1.(;- ne> -1·. :~ .ct~ -t!.Mt tb~ F49 Lisht Mve stru~ us P~ t,c 

pauec. ~y, which c~.~:> .. d t i,., n:.lc~ to loee cont.rt:'l. Qlu- wings were in r.·,s 

folclcd positio:t .:. t ... he t.!...ue h-> was cat.2p-.11.ted, ltacping us "nil clear of 

hie fllg1t paUl. 

I was dr sign3.tcd r. :laval Alia tor 28 A'.JJ 63 .-nd h&vr 1287 hour:s total 

flleht tirlc , of l''i.1c:h all houro a r c 1.n p:o,> '-Yil" b.i .. craf-t. 
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S'JPFLD-1tN1i\RY l'iSG RPT OF AAR 
lh OFNAVINST PJ750o6E 
f.b MY 2 622 002 . 
l~ F4B, 1.50410$ FIT-RON 74; SER 2-6AAt MANFREDI 
~~ AIR l~ERCEPT; CVA•59 TO CVA-59 VFR9 0 PLUS ~1 
~ At:fAt~ t.OS'r AT SEA . . 
~~ NIGHT CATAPUl.T LAUNCH fROM CONDITION II CAP 
5-a AIRCRAFT OVER-ROTATED AFTER NIGKT LAUNCH FROI1 NOo FOUR CA • .fAPUL'(q 1 S KTS £XCESS ENDo SPD AIC C~OSSED n rE B0\·11 NOSE HIGH9 t-IlTH MODERATE 
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